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An index to the eighty-third volume of THE RAILWAY 
GAZETTE covering the issues from July 6 to December 28, 1945, 
has been prepared, and is now available free of charge on 
application to the Publisher 


TO CALLERS AND TELEPHONERS 
Until further notice our office hours are: Mondays to 
Fridays, 9.30 a.m. till 5.30 p.m. 
The office is closed on Saturdays 


ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret 
that it is no longer possible for us to answer enquiries 
involving research, or to supply dates when articles appeared 
in back numbers, either by telephone or by letter 


ERRORS, PAPER, AND PRINTING 


Owing to shortage of staff and altered printing arrange- 
ments due to the war, and less time available for proof 
reading, we ask our readers’ indulgence for typographical and 
other errors they may observe from time to time, also for 
poorer paper and printing compared with pre-war standards 








L.M.S.R. Dividend 
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HE directors of the London Midland & Scottish Railway 
Company have surprised the stockholders and the Stock 
Exchange by declaring a dividend of 4 per cent. on the 
ordinary stock for the year 1945. It is the highest rate since 
44 per cent. was paid for 1929, and it compares with 2} per 
cent, for each of the previous three years. The preliminary 
statement shows that the net revenue, including £519,000 aris- 
ing from earlier years’ accounts now set free, was £16,219,000. 
To this has been added £500,000 transferred from the con- 
tingency fund, for reasons explained when the report for 1943 
was adopted. At that time Lord Royden stated that if reserva- 
tions to contingencies were found to be in excess of actual 
liabilities, they would be returned to net revenue. The 
amount transferred from the contingency fund compares with 
£400,000 previously set aside to it. It seems clear, therefore, 
that the directors are satisfied that the appropriations they 
have made are greater than necessary, to meet payments aris- 
ing from wartime contingencies. There will remain over 
£2,000,000 in the fund, after the present transfer to revenue. 
The distributable balance for 1945 was £1,419,000 more than 
that for 1944, and was very nearly the gross cost of the extra 
14 per cent. ordinary dividend. 


- * * 


Lt.-Colonel H. Bonham-Carter 

The death of Lt.-Colonel H. Bonham-Carter, recorded briefly 
in our December 21 issue, brought to a close a long asso- 
ciation with Indian railways. At the time of his death Colonel 
Bonham-Carter, who was 83, had been associated with Indian 
railways for 58 years, much of that time with railways in 
Madras. As a young man he saw service with the Royal 
Engineers in the East, and at the end of 1888 he joined the 
Public Works Department of the Government of India, and 
soon afterwards became Agent of the old Madras Railway. 
Later he became Secretary of the Madras & Southern Mahratta 
Railway Co. Ltd. in London, a position he held from 1909 
until April, 1925, when he became a Director of the com- 
pany. Five years later he was appointed Deputy-Chairman. 
Elsewhere in this issue we publish a portrait and some bio- 
graphical details of Colonel Bonham-Carter, who also had 
a lengthy connection with the Madras Railway Annuities, 
which in April, 1918, he joined as Trustee. In 1926 he became 
Deputy-Chairman of the Madras Railway Annuities, and a 
year later Chairman; he held this position until his death. 


+ * . * 


Resumed Publication of Home Railway Traffics 

On many occasions it has been suggested in our columns 
that whatever justification may have existed during the war for 
the secrecy surrounding the receipts of home railway com- 
panies no longer obtains since the advent of peace. Com- 
parison has been made between the considerable volume of 
statistical data available in respect of railways in the United 
States and the extreme paucity of information which is dis- 
closed relating to the British railways. Now, as Mr. C. R. 
Dashwood informs us in a letter elsewhere in this issue, with 
the approval of the Ministry of War Transport, the Railway 
Executive Committee Accounts Committee has arranged to 
publish the traffic receipts of the four main-line railway com- 
panies and the London Passenger Transport Board (including 
joint lines) at four-weekly intervals, and also to give compara- 
tive figures for the previous year. The first return to be made 
available is for the four weeks ended January 27; the 
figures will be available about ten days after the date to 
which they relate. They will not be in any ‘sense comparable 
with the home railway traffic returns which were issued before 
the outbreak of war, when each company published its indi- 
vidual weekly traffic receipts, but they will give some indication 
f the trend of railway gross earnings. 


. 7 


Decline in Merchandise Receipts 

The first of the resumed traffic returns shows that in the 
four weeks ended January 27, total railway receipts were 
£24,273,000. or £1,008,000 less than for the corresponding period 
of 1945. In the more recent period there was a substantial 
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decline in receipts from the carriage of merchandise, reflecting 
in large part the falling off in direct war traffics which have 
not been offset by peacetime production. Passenger revenue 
shows an increase, in part due to the return to this country 
of military personnel and demobilisation traffic. There was 
also a small increase in receipts from coal traffic. In com- 
parison with the similar period of 1939, there was a large 
increase under all heads, and the total traffic was almost double 
the £12.680,000 in the four weeks of 1939. Below are given 
details of the returns for the four weeks ended January 27, 
1946, together with those for the corresponding period of 


1945, and likewise the figures for the corresponding four 
weeks of 1939. 

1946 1945 1939 
£000 £000 £000 £000 
Passengers £13,206 £12,596 £610 £6,435 
Merchandise £7,636 £9,273 £1,637 £3,518 
Coal and coke £3,431 £3,412 £19 £2,727 
Total £24,273 £25,281 £1,008 £12,680 


In comparing recent traffic receipts with those for 1939, it 
should be remembered that there has been an average increase 
in rates and fares of 163 per cent. Costs are believed to have 
increased by some 75 per cent. 


* * * * 


Overseas Railway Traffics 

Buenos Ayres Great Southern receipts recovered from pre- 
vious decreases to show an increase of ps. 38,000 in the 
thirtieth week, but were ps. 735,000 down on the week ended 
February 2. The aggregate for 31 weeks still shows an im- 
provement of ps. 3,656,000 over the takings of the preceding 
Buenos Ayres & Pacific receipts have improved over 


year. 
the past fortnight after their setback in the twenty-ninth 
week, but Buenos Ayres Western takings declined in the 


thirty-first week after preceding increases. Central Argentine 
traffics continue upwards, with increases of ps. 458,000 and 
606,850 in the past fortnight. Results obtained to date are 
given below: 


No.of Weekly Inc.or Aggregate Inc. or 
week traffics dec. re’ ~~. 
Buenos Ayres & Pacifict ... 3! 2,632 190 67, ’ 
Buenos Ayres Great Southern* 31 4,198 735 102,976 3,656 
Buenos Ayres Western* . a 1,251 35 36,899 2,092 
Central Argentine® ... 31 3,607 . 607 + sane ed 
£ 
Canadian Pacific 4 1,663,400 181,600 4,661,800 156,200 


* Traffic returns in thousands of pesos 
Receipts of the Canadian Pacific Railway showed an aggregate 
increase of £52,400 over 1944 for the first fortnight of the 
current year, but subsequently weekly decreases contributed to 
an adverse result at the end of January. 


* * * = 


Essential Work Orders Withdrawal 

As from the beginning of May the engineering industry 
will be free from the operation of the Essential Work Orders. 
and a month’s notice to individual undertakings will be issued 
about the beginning of April. The effect of the withdrawal! 
of the Orders will be to restore to managements the right 
to engage and dismiss staff without reference to a National 
Service Officer. and similarly, employees in the undertakin: 
effected will be able to leave their work without his permission. 
The object of the three months’ notice of withdrawal is to 
enable employers and employees in the industries concerned 
to consider jointly any re-adjustments in their industrial agree- 
ments which may be required when the Orders are withdrawn. 
It is probable that a good deal of adjustment will be necessary 
within the industries on the cessation of the Orders. Many 
of the engineering industries are very short of skilled personnel 
and for this reason have not been able to step up their produc- 
tion for both domestic and export trade. The British railway 
equipment industries, in particular, are suffering from a grave 
lack of skilled labour. On the railways themselves the need 
for a substantial increase in personnel is still pressing, and 
although the Minister of Labour has referred to considerable 
increases of staff which may arise from Class “B” releases, 
and, as stated in our February 1 issue, has mentioned a 
figure of 5,000 railway workers of various grades shortly 
coming under the Class “ B” scheme, it is by no means clear 
just when these men will be returning to the railways from 
the Forces. 
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British Railway Investments in Argentina 

There was considerable improvement in the return on British 
investments in Argentina during 1945, although it was. still 
far below the rate generally experienced before 1930. Stutis- 
tics compiled every year by The South American Journal 
give a total British capital invested in Argentina of 
£360,886,261, on which interest amounting to £9,408.319. or 
2.6 per cent. was received. This compares with a rate of 
interest of 2.1 per cent. for 1944. The amount of capital 
receiving no return was £183,412,110. Of the various groups 
of securities, Government Bonds received the highest return— 
3.8 per cent.—and in this category no issues were in default, 
In the miscellaneous group the interest received was 3.7 per 
cent. but £27,972,745 of capital received no interest. As has 
been customary for so long, the railway group made by far 
the worst showing, although it was somewhat better than for 
any of the previous seven years. In large part this was due 
to the payment by several of the companies of debenture 
interest arrears, and in some cases of interest on arrears, 
The total capital outstanding in this section was £252,298,117, 
on which the interest received was £5,331,965, or 2.1 per 
cent., which compares with 1.5 per cent. for 1944. Unre- 
munerated capital amounted to £153,439,365. 

* * * 

Trains Abandoned by Their Crews 

The statement by the Minister of War Transport in the 
House of Commons on February 11, reproduced elsewhere 
in this issue, to the effect that in the twelve months ended 
January 31, no fewer than 997 train-men had left their trains 
on running lines, has aroused a good deal of attention. 
Mr. Barnes said that the respons?bility rested on the man- 
agements of the railways, who took disciplinary action. So 
far as it goes, that is a statement of fact, but in present 
circumstances the power of railway managements to enforce 
discipline is circumscribed. The acute shortage of skilled 
railway personnel makes it extremely difficult to deal sum- 
marily with offenders. The work of many of these men has 
been long and arduous, and it is well-known that many of 
them are retained only by the operation of the Essential 
Work Orders. The stringent food rationing and the bad hous- 
ing conditions with which railway employees have to cope 
at present, all make for a frame of mind in which such prac- 
the abandonment of a train in service—unthinkable 
to an earlier generation of railwaymen—comes fairly easily. 
The low standard of rations is a major contributory cause of 
absenteeism among firemen, for example, especially in the 
case of the young men who at present have to be used for 
this purpose, and who feel the physical strain. The pro- 
vision of more and better food and more adequate housing. 
are matters which in present circumstances rest with the 
Government, which has assumed responsibility for their pro- 
vision. They are root causes of a good deal of industrial 
inefficiency at the present time. 


* 


tices as 


* oa * + 

Planning for the Future 

All four main-line companies recently have made known 
their plans of development and restoration for the immediate 
and more distant future; the latest announcement is from the 
L.M.S.R. which we publish this week. Other forecasts have 
been given by the railway Chairmen in a series of interviews 
published in the Evening Standard. Much prominence is 
given to plans for the improvement of stations, including the 
London termini. To promote this work the L.N.E.R. has 
formed station improvement committees, who have been issued 
with a booklet setting out a code of practice for their 
guidance. L.N.E.R. plans for the improvement of Kings Cross 
include the clearance of buildings between the station frontage 
and Euston Road, and even envisage the use of ornamental 
shrubs as part of the interior decorative scheme. The plans 
for the system as a whole were stated to involve an expendi- 
ture of £50 million. Southern Railway projects, quoted to the 
Evening Standard, were estimated to cost £10 million in the 
next five years. The company intends to pull down the 
Charing Cross Hotel and build in its place the finest moderate- 
price hotel in London. A new and better Paddington, but 
suill with its individuality, was among the G.W.R. projects 
quoted. 
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Railways, Bus Companies, and Nationalisation 


The British Electric Traction Co. Ltd. has circularised 
stockholders with its views on the proposed nationalisation of 
the inland transport industry, and it states that the main-line 
railway companies, which are equal partners with the B.E.T. 
in most.of the railway passenger transport undertakings in the 
group, are in agreement with the views expressed. Elsewhere 
we reproduce the statement in full. Broadly, it points out 
that the road passenger transport industry is regulated in the 
interests of the travelling public and of the employees, and 
that over a long period municipal and company transport 
undertakings have entered into many valuable schemes of 
co-ordination with the approval of the Traffic Commissioners. 
In the main, problems of co-ordination have arisen, not from 
diverse ownership, but from the conflicting interests of 
different sections of the population. Although difficulties of 
ownership can be overcome by joint working arrangements, 
operating problems resulting from the differing interests of the 
community would be no less under unified ownership. As all 
matters affecting safety, convenience, comfort, and pecuniary 
interest of both passengers and employees are already under 
Government control, the statement asks what is to be gained 
by placing the road passenger transport industry under any 
scheme of nationalisation or quasi nationalisation. The British 
Electric Traction Co. Ltd. is convinced that there is no case 
for it, but that harm would be done. 


* * * * 


The Warning Arrangement with Lock-and-Block 

It used to be said that the reason some railways made no use 
of lock-and-block working was that they would be unable to 
operate Block Telegraph Regulation 5 when they wished to. 
Obviously, if apparatus is put in to compel the signalman to 
work always to the conditions laid down in Regulation 4, then 
only one way of accepting a train is possible. Methods have 
been contrived, nevertheless, by which the warning arrange- 
ment, as Regulation 5 is called, can be worked, together with 
more complete control when required. The first suggestions 
for doing this, using a special fixed “ warning signal” at the 
entrance to the section, appear to have been made by A. G. 
Evans and tried on the Great Central Railway. Later a more 
complete arrangement was developed with Sykes’s lock-and- 
block for the London Brighton & South Coast Railway, and 
applied at many places in the London area and here and there 
outside it. The special signal used was of banner form with a 
scissors-shaped arm. Although this has been replaced by the 
now accepted standard design, the rest of the equipment is still 
in use and is giving satisfaction, as explained in Mr. F. B. 
Egginton’s recent paper to the Institution of Railway Signal 


Engineers. 
* * * * 


Planned Locomotive Maintenance 


Recently a participant in an American convention, referring 
to engine-shed procedure, suggested that a shed with too much 
accommodation may turn out to be a locomotive graveyard. 
Obviously the ideal to be aimed at is such improvement in 
shed working that engines are on the road and at work for 
the maximum possible proportion of their time. Although the 
steam locomotive suffers, in comparison with the diesel, from 
the necessity for more frequent stops for fuel and water, from 
the loss of time needed for cleaning fires and getting rid of 
ashes, from the smoke nuisance, and from the time and labour 
required for boiler maintenance, all thes¢ handicaps are now 
being reduced by appropriate action. Tender capacities are 
being increased; facilities for supplying water and coal are 
being improved and expedited; treatment of locomotive feed- 
water and welding in boiler construction are reducing boiler 
maintenance; and rocking-grates and ash ejectors are keeping 
down the formation of clinker and easing the burden of ash 
disposal. At one American locomotive shed which intro- 
duced a planned maintenance schedule, a comparison between 
two locomotives over the course of a year, between one ser- 
viced on traditional lines and another under the planned pro- 
cedure, showed that the application of the latter reduced the 
engine shed time from 59 per cent. to 264 per cent. of the total 
time, and therefore increased the time of the engine in active 
train operation from 41 per cent. to 734 per cent. 
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International Railway Congress Association 


HE International Railway Congress Association (Association 
internationale du Congrés des Chemins de Fer), the Per- 
manent Committee of which met in Brussels at the beginning 
of this month for the first time since the war, has as its objects 
the organisation of congresses at more or less regular intervals, 
and the publication of bulletins, dealing with every phase of 
railway management, operation, engineering, finance, and law, 
and any other subjects of special interest in the field of rail 
transport. Matters discussed at the congresses may yield 
recommendations, which are left to Governments and rail- 
way administrations for consideration or adoption. Ne con- 
ventions or binding agreements result from these congresses. 
The association is not European, but world wide, though 
its principal activities have always been directed from Europe. 
The association was established in 1885, on the initiative of 
the Belgian Government, on the occasion of the Belgian rail- 
way jubilee. Government and railway delegates took part, 
and the name adopted for the association was then Congrés 
international des Chemins de Fer. At the second congress, 
held at Milan two years later, the association’s activities were 
further regulated, and congresses were convened at regular 
intervals up to the war of 1914; the full list is as follows :— 


Brussels, 1885 5. London, 1895 


I. 

2. Milan, 1887 6. Paris, 1900 

3. Paris, 1889 7. Washington, 1905 
4. Petersburg (Leningrad), 1892 8. Berne, 1910 


Activities ceased during the first world war; after the war 
the association was re-formed under its present name. Con- 
gresses were held in the following order : — 


9. Rome, 1922 II. Madrid, 1930 
10. London, 1925 12. Cairo, 1933 
13. Paris, 1937 
Delegates from most of the world’s railway countries, 


Governments as well as railway administrations, participated 
from now on in the association. The only notable exceptions 
were the U.S.A. and the U.S.S.R. Membership of the asso- 
ciation is limited to countries and administrations operating at 
least 100 km. of railway route, using mechanical traction, and 
registering traffic receipts of at least 2 million gold francs (ap- 
proximately £80,000 per annum). 

The association has its own secretariat, which has always 
been at Brussels, and a permanent office staff is maintained 
there. A standing committee is in charge of the administra- 
tion. It is composed of the president of the last congress, and 
members from many countries. Until the early days of the 
recent war, the ussociation issued bulletins, in English, French, 
and German languages, entitled the Monthly Bulletin of the 
International Railway Congress Association. 

M. Henning, General Manager of the Belgian National Rail- 
ways Company, has now been eiected President of the Per- 
manent Committee, and M. Goursat, General Manager of the 
French National Railways Company, has become Vice-Presi- 
dent. At the request of the Swiss Government the next con- 
gress of the association is to be held in Switzerland next year. 


* * * « 


International Railways Union 


HE International Railways Union (Union internationale 
des Chemins de Fer) recently held in Paris its first busi- 
meeting since the war. This organisation, known 
familiarly as the U.I.C., was formed on the initiative of the 
International Economic Conference of Geneva held in May, 
1922, for the purpose of achieving international traffic improve- 
ments by measures of unification of construction, operation, 
and equipment, to standards “ equal to or better than those of 
pre-war (i.e. pre-1914) days.” A special conference was held 
in Paris in October of the same year, at which the union was 
formed; it was officially inaugurated from December 1, 1922. 
Members were European railway administrations operating at 
least 1,000 km. of standard or broad gauge lines, and railway 
administrations in adjoining territories which participated in 
through traffic to Europe. Other railways and companies 
directly interested in international traffic were admitted as 
associates. Practically all European railways of the prescribed 
size were members, as were also the railways in North Africa, 


ness 
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the Chinese, and the Japanese railways. 
were the Wagons-Lits Company. 

The union’s agreements were not binding on the members, 
but took the form of recommendations only. Several have, 
however, been accepted and adopted by members. Until the 
outbreak of war in 1939, a general assembly met every three 
years, and on it all members were represented. They had 
voting rights in proportion to their route mileage in operation. 
In more or less permanent session was an executive council of 
20 members, under a French president, and three vice-presi- 
dents, British, German, and Italian, all elected for six years. 
Under this council worked five permanent committees, mem- 
bers of which were also elected for periods of six years 
respectively for passenger traffic; goods traffic; accounts, ex- 
change, and clearing; rolling stock exchange; and engineering 
and technical. Special committees were appointed for impor- 
tant subjects; one such committee was functioning on the 
subject of automatic couplings. 

Inside the framework of the union, railway members were 
allowed to form regional groups for common regulation of 
problems affecting the region only. Among the achievements 
of the union were agreements on uniformity in the publica- 
tion of passenger tariffs, the nomenclature of goods, condi- 
tions fer luggage and for parcels conveyance, standards of 
drawgear, and of hand-brakes; also the establishment of a 
compensation office, the Bureau Central de Compensation 
(B.C.C.), for clearing debts and other payments between mem- 
bers. This office was administered on behalf of the union by 
the Belgian National Railways at the Brussels head offices. 
The union’s expenses were covered by contributions levied 
from the members in proportion to their voting power, which 
in turn was proportionate to the sizes of their systems. 

The union published a monthly journal, the Journal de 
l'Union internationale des Chemins de Fer, in the French and 
German languages; and yearly statistics in French of route and 
track miles, rolling stock, traffic, receipts, expenditures, finance, 
staff and accidents under the title Statistique internationale des 
Chemins de Fer. The union’s headquarters were in Paris. 


Among the associates 


+ * * * 


Railway Safety 

N page 653 of our December 21 issue we reproduced a 
table designed by the Ministry of War Transport to show 
the number of accidents to members of the public travelling 
on the British railways in relation to the total number of 
passenger journeys. The statement covered the years 1938 
to 1944 and the first 10 months of 1945. We have received 
from an old and critical reader a protest that the statement 
does not indicate correctly the insignificant extent of the risks 
involved in railway travel. On examining the statement again 

we feel that there is some force in this contention. 

Passenger casualities reported to the Ministry are classified 
under three heads: 

(1) Train accidents. 

(2) Movement accidents, caused by moving vehicles, exclu- 
sive of train accidents, and 

(3) Non-movement accidents at stations caused mainly by 
falls on steps or from platforms. 

In 1944 the number of people killed in train accidents was 
12, and in movement accidents 119. The number of passenge: 
journeys originating was 1,854 millions, and the Ministry's 
table shows that 14 million passengers were carried for one 
killed in train movement accidents. It is argued that the 
true test of safe railway working is furnished by train accidents 
alone: on that basis only one passenger in every 150 millions 
carried became a fatal casualty. 

In his annual report for 1944 the Chief Inspecting Officer 
of Railways explains that movement accidents were due 
mainly to misadventure or were caused by want of caution 
or by misconduct on the part of passengers concerned. No 
fewer than 29 people were killed when attempting to enter 
or alight from moving trains. Another 20 fatalities were due 
to passengers falling off platforms and being struck by trains. 
Three passengers were killed in crossing lines at stations, and 
a few alighted from carriages on the wrong side and were 
1un down. Lastly, 40 passengers were killed through falling 
out of carriages during the running of trains. As a general 


February 15, 1946 


rule, the railway companies could not be held responsible tor 
these accidents, of which 51 occurred in the blackout. Such 
cases cannot fairly be taken into account in estimating the 
liability to accident of a railway traveller who exercises reason- 
able care in the course of his journey. That depends on 
train accidents for which the companies must accept liability. 

Our correspondent also points out that the Ministry’s table 
is not correct in showing that 2 million passenger journeys 
were made per fatal casualty in the first ten months of 1945, 
The total number of passengers in that period was 1,631 
millions, of whom 46 were killed in train accidents and 48 in 
movement accidents, so that 17 million passengers were carried 
per fatal casualty on the Ministry’s method of reckoning. 
Taking train accidents by themselves, one passenger was killed 
in 35 million. Because of the Bourne End derailment in 
September, 1945, that is much the worst showing the railways 
have made since 1941. In 1943 only 4 people were killed in 
train accidents, out of 1,824 millions travelling, a result which 
should not be discounted by the fact that 145 passengers were 
killed in movement accidents. 

Perhaps the fairest way to judge the risk involved in rail- 
way travel is to take the average number of passengers killed 
in train accidents in periods of five years. The table below 
shows the average figure since the war of 1914-18:— 


Annual average Annual average 


Five year number of Five year number of 
period passengers killed period passengers killed 
1915-1919 ae 58* 1930-1934 ; ss 17 
1920-1924 Hl 1935-1939 + 17 
1925-1929... = 18 1940-1944 os 27 


* Including 224 killed at Quintinshill (Gretna) in 1915 


It will be seen that the war period from 1940 to 1944 
shows an improvement on the experience in the first world 
war, but is above that for the peacetime periods of 1920 to 
1939, and it is the latter figures which should be taken into 
account in judging the risks involved in travelling on the rail- 
ways. Unfortunately, the railways had a less favourable ex- 
perience in 1945, but it will be safest to reserve comment on 
that subject until the Chief Inspecting Officer for Railways 
issues his report on accidents during that year. 


Further Dunkirk Notes 
By * Another R.E.” 


66 —— account of Dunkirk in The Railway Gazette of 

January 11 was a reminder of stirring times, and also 
gives an opportunity of adding to the account. Far too little 
is heard of the patient and sometimes monotonous work of base 
services, and of their daily tasks of feeding the fighting troops. 
This is an opportunity of letting some light fall on the achievements 
of troops and services in this category. 

To the time of the evacuation through Dunkirk the port had 
been used only to deal with the train-ferry service, with the result 
that Movement Control had only one R.T.O. and a C.S.M. at 
this port. There was no organisation or staff to handle the heavy 
additional work so suddenly thrust on it. 

The Director General, Transportation, after the German break- 
through at Sedan, was ordered to move his Headquarters from 
Arras to Boulogne. There he split it into three parts; two of his 
officers moved to Calais, two remained at Boulogne, and two 
went to Dunkirk, and they worked and helped the evacuation 
through those ports. The D.G.Tn’s two officers arrived at Dunkirk 
on May 20, and during the afternoon, as O.C. 151 Construction 
Company says, he met the senior officer, who had just arrived. 
On May 21, 695 Construction Company arrived with approxi- 
mately 240 men, and they were ordered to stay and assist in 
running the port. On the same afternoon, 50 A.M.P.C. troops 
were discovered without an officer; they were commandeered to 
help in off-loading hospital trains and ambulances, and reloading 
to hospital ships. 

In spite of continuous bombing and damage to the dock area, 
which went on during the whole of this period, an ambulance 
train was actually run alongside the hospital ship moored at the 
Quai des Monitors, and successfully cleared and discharged 
without incident. 

On May 22 the War Office sent over two stevedore officers 
with 70 stevedores from Longmoor, and they arrived on the 
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ss. St. Helier with their gear and a small quantity of stores. About 
noon on this date the ss. Sodality (a three-hatch ship) with 630 
tons of supplies arrived, and discharging was commenced at 
13.00 hours; the ship was completely off-loaded by 21.00 hours. 
The supplies were loaded to M.T. and despatched to forward 
bases; only 35 tons remained to be dealt with the next morning. 

During the morning of May 24 our energies were concentrated 
on hospital and personnel ships on the Quai des Monitors, but 
shortly after noon the following ships arrived :— 

ss. Worthtown, with 700 tons of supplies. 

ss. Norma, with 320 tons of supplies. 

ss. Sandhill, with 920 tons of ammunition, land mines and explosives. 

ss. Spinel, with 700 tons of cased petrol. 

As * R.E.”’ says, one of the peak periods during our short stay 
at Dunkirk was on the morning of May 25, when we had the 
Worthtown berthed on one side of No. 3 mole—known as Frey- 
cinet 7—the petrol ship on the other side of the mole at Freycinet 8, 
and opposite, on mole No. 4 at Freycinet 9, the Sandhill. About 
11 a.m. an exceptionally heavy raid took place, and bombs were 
dropped right, left, and centre on mole No. 3, between berths 
7 and 8. The centre part of this mole was heavily stacked with 
bales of cotton and the seaward end was a raging inferno. 

Unfortunately, a number of troops had been using this mole 
as billets, and 20 or 30 men were killed here, and others escaped 
being trapped only by the cool courage of one of the R.E. officers 
rescuing them from the seaward end where the air raid shelter 
had been built. 

To add to our worries, the petrol ship (which was then unmanned, 
except for the mate) was lying alongside the burning shed, with the 
ammunition ship (the Sandhill) opposite, about 90 ft. away. The 
Spinel had no power to work its own derricks or winches, because 
it had arrived with a broken-down generator, and we had been 
unable to start it because the dock cranes were out of use. (We 
did ultimately get out something over 50 tons, all man-handled.) 
The position therefore was rather serious, as the petrol ship 
might blow up, and, in turn, set off the ammunition ship 
opposite. 

Eventually some Sappers with an officer managed to slip its 
moorings, and by attaching a long thick wire to an R.A.F. lorry 
they were slowly heaving the Spinel out of danger, when a French 
tug which the D.S.T.O. had persuaded to move, came to the 
rescue. It moved the Sandhill down the dock out of range of 
sparks and explosions from small-arms ammunition on Mole 3. 

Another of our difficulties was getting engine power to work 
the dock quay leading to the ammunition ship, and because the 
landward end of this berth was close to the burning petrol-storage 
tanks, and the wind had changed and freshened, there was con- 
siderable risk of the ammunition in the wagons blowing up. It 
took a senior officer nearly three hours to get an engine to the 
site, but eventually the wagons were drawn clear and made ready 
for despatch towards Poperinghe. 

By way of an anti-climax on this date a visitor arrived from 
G.H.Q., who wanted to know the answer to the following 
questions :— 

Tons handled per crane hour at Dunkirk. 


Tons handled per derrick hour at Dunkirk. 
Tons handled per man hour at Dunkirk. 


It is hardly surprising that he left without the information, and 
it may have been the bombing which speeded his departure. 

On May 26, General Lindsell arrived and addressed the first 
and last meeting of the Port Commission, which took place in a 
30 ft. dugout near the dock offices, used by the French port officials 
as offices and sleeping quarters; in fact, we had to awaken one of 
them to use his bed as seating accommodation for the meeting. 

From this date it became obvious that the port was practically 
unusable, and we had agreed with the French on May 25 that the 
port should be made an open one. 

As the water in the dock fell the quay walls started cracking 
badly, and large fissures appeared in the moles, resulting in quay- 
side cranes falling on to the quay, or into the dock, with resounding 
crashes. The result was that the Quai des Monitors was the only 
quay at which personnel and hospital ships could be handled. 

It would not be fitting to close this short account without 
mentioning the courage and untiring devotion to duty of the 
D.S.T.O. and his staff, together with the fearlessness of a small 
body of representatives from the R.A.S.C. and R.A.O.C. who 
worked almost continuously during this period in the dock area. 

The grand work carried out by all base services and troops 
made it possible for the D.G.Tn. to say that the work done at the 
port of Dunkirk during these few days, just kept the B.E.F. going 
with enough food and ammunition up to the end. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 





Railway Traffic Receipts 


R.E.C. Accountants’ Committee, 
Chief Accountant’s Office, 
Paddington Station, 
London, W.2. February 5 
To THE EpDItoR OF THE RatLway GAZETTE 

Sir,—With the approval of the Ministry of War Transport 
it has been arranged to publish the traffic receipts of the four 
main-line companies and London Passenger Transport Board 
(including joint lines) at four-weekly intervals with comparative 
figures for the previous year. 

The first return will be for the four weeks ended January 27, 
1946, and arrangements are being made for the returns to be 
despatched from this office about ten days after the date to 
which they relate. 

Yours faithfully, 
C. R: DASHWOOD, 
Chairman 


Inner and Outer Circles 
Essex House, Essex Street, 
London, W.C.2. February 5 , 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—With reference to “* Metropolitan’s ” letter in your issue 
of February 1, when I came to London in 1897, and for long after, 
** Outer Circle * did not mean the outer track of the Inner Circle 
but the L.N.W.R. service from Broad Street to Mansion House 
via Hampstead Heath and Earls Court. In addition there was the 
** Middle Circle ” service of the Great Western from Moorgate to 
Mansion House via Addison Road. 

This use of the three titles Inner, Middle, and Outer Circle is 
endorsed by Mr. G. A. Sekon in his “* Locomotion in Victorian 
London ” (1938), from which I would quote (at page 184) :— 

The ‘* Middle Circle’ half-hourly service from Moorgate to Mansion House 
provided by the G.W.R. commenced Ist August 1872. Small, light, four wheel 
carriages were employed on this service ; they compared unfavourably with the 
carriages of the Outer Circle provided by L. & N.W.R. 

And from page 189 : 

The Metropolitan Railway had constructed its portion of the Inner Circle Com- 
pletion Line, and on 25th September 1882 cpened a station named Tower of London, 
which was closed a few days after the Inner Circle was completed and opened on 
Ist October 1884. The ‘‘Inner Circle’ trains from that date commenced to 
run round the Circle. 

The letters “I” and **O” on Circle tickets were due to Watkin 
and Forbes extending their personal vendetta from the blossom- 
scented orchards of Kent to the sulphurous tunnels of the Under- 
ground; thus, to quote again from Mr. G. A. Sekon’s book 
(page 190): 

In 1886 the ‘* war "’ between Watkin and Forbes was in full blast, and alterations 
in fares via the Inner Circle Completion section were made at frequent intervals, 
sometimes within a few days. Since the completion of the Circle, tickets between 
stations that were approximately equidistant by Outer and Inner rail had been valid 
by either route. This arrangement was withdrawn on Ist May 1886, with the 
result that tickets issued at Metropolitan stations were only available by the route 
where the major portion of the journey was on the Metropolitan system ; con- 
versely tickets from District stations had to travel in the direction suitable to that 
railway. Various lawsuits between these two railways resulted from such tactics ; 
and separate booking-offices for the two lines were opened at joint stations. 

It would surely be difficult to find a sillier example of common 
sense and public convenience being sacrificed on the altar of personal 
rivalry. 

Yours faithfully, 
KENNETH BROWN 


The Running Man’s Ideal Locomotive 


91, Eton Hall, Haverstock Hill, 
London, N.W.3. February 6 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—With reference to the February | issue of The Rail- 
way Gazette and the synopsis of my remarks given on the 
above paper read before the Institution of Locomotive Engi- 
neers on November 28 last, I think this calls for a little 
elucidation. 

The subject being a highly controversial one—an attempt 
being made to arrive at the perfect locomotive, so to speak- 
it was natural that a certain amount of humour should creep 
in. The opening sentence you quote of my extempore 
remarks was accordingly in such vein, and the intonation of 
the remarks, I think, conveyed this, and I am sure that they 
were so interpreted by the author. The author, who was 
really very courageous in bringing forward this subject, 
perhaps unduly excited his audience owing to the definite 
views he expressed and so the paper evoked an interesting 
discussion. 


The reference to frames requires clarification. This remark 
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was brought about by the author’s statement: ‘“ Frames should 
be unquestionably of the plate type, not bar; the latter make 
for a very weak front end.” In view of the fact that the 
bar frame is standard in the U.S.A., on the South African 
and many important railways throughout the world, I pointed 
out the high percentage of locomotives built in this country 
with bar frames for overseas railways. As regards my firm 
not approving of plate frames, this, of course, is not correct, 
and as will readily be understood the British locomotive 
industry must, to a certain extent, have an open mind on the 
subject. As a matter of fact, many locomotives for overseas 
must have plate frames in order to provide the maximum 
tractive effort, the increased weight of bar frames being too 
much for the limited axleload. 

As regards the location of the steam turret, and so on, 
outside the cab, the necessity for this may be said to exist 
in all large engines to reduce cab heat, and is not applicable 
only to locomotives of the Garratt type. 

Yours faithfully, 
W. CYRIL WILLIAMS 


Steel Wagons in Accidents 


Charles Roberts & Co. Ltd.. 
Railway Wagon Works, 
Horbury Junction. February 4 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—I think the two enclosed photographs would be inter- 
esting to your readers, inasmuch as they demonstrate very 

clearly what may happen in a serious smash up. 
Wooden wagons in serious railway accidents are very likely 





A steel wagon body after being involved in a collision. 
o = " o . . . . 
disintegration of parts 


to disintegrate and strew the lines around with broken parts, 
whereas these photographs show that a steel wagon properly 
constructed may be bent, but will not disintegrate. 

Incidentally this happens to be one of the 10,000 wagons 
built to this company’s design (and which have been put into 
traffic on behalf of the Government) which has been in a 
serious smash up. 

Yours faithfully, 
DUNCAN BAILEY, 
Chairman & Managing Director 


Railway Troops 


India Command. January 2 
TO THE EDITOR OF THE RAILWAY GAZETTE 

Sirk,—Your correspondent “ T.D.” in your issue of October 12, 
1945, mentions publicity regarding the work of transportation 
troops of the Sappers. I agree, and feél there is good scope 
for a publication on the work of British Transportation Units 
in their various theatres of operation. Out here one has 
been able to glean little of what British Transportation has 
been doing the other side of the world, and this no doubt 
applies equally well in the reverse direction. 

Certain Allied transportation services have received notices 
in the press; an excellent article regarding Indian Engineers’ 
work on the Assam lines of communication appeared in the 
September Indian Review—a Services publication—but an 
article in the Phenix Magazine featuring the Americans’ 
work had far greater publication among the public. Actually, 
this show was a joint effort of American, Indian Engineers 
(Transportation), and Bengal-Assam Railway personnel, under 
American control. Outside the American zone it was a case 
of B.-A. Railway, R.E., and ILE. “ combined operations,” that 
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is for the broad gauge, such as Eastern Bengal, and the Hill 
Section. 

It would no doubt be of interest to many others if you 
could publish a list of articles dealing with military railways 
in the war that have so far been published,. irrespective of 
Service. 

Yours faithfully, 
B. J. HOLDEN 

[The following are a few of the articles on military railways 
and the work of railway troops which have already appeared 
in The Railway Gazette: Military Workshop Trains (Septem- 
ber 21, 1945); Train Ferries and the Continental Invasion (July 
20, 1945); British Work on Persian Railways (February 2 and 
16, 1945, also published as a reprint, price 1s.); Assam-Burma 
Front Communications (February 9, 1945); Army Railway 
Construction and Operation (June 18, 1943). Some notes on 
Royal Engineers Continental Locomotive Repair appeared in 
“ Transport Services and the War” in our issue of August 31, 
1945.—Eb., R.G.] : 


Signal Visibility Tests in Burma 


25, Headstone Road, 
Harrow. February 3 
To THE Epitor oF THE RAILWAY GAZETTE 
Sir,—Under the heading “ Burma” in The Railway Gazette 
of February 1, p. 117, there is the sub-heading “ Rangoon— 
Palook Railway Restoration.” The name should be “ Paleik ” 
(pronounced “ P’lake,” a Burmese corruption of the English 
* Plague,” there having been years ago an outbreak of that 
disease there). Paleik Junction, two miles south of the Myitnge 





Bending of the body,has occurred, but there has been no 


River, was the junction for the Myingyan chord line, which 
the Japanese pulled up to help make the rail connection to 
Siam. The Myitnge Bridge, just north of which are the railway 
carriage and wagon works, was completely destroyed by Allied 
air attacks, and is not yet open for through trains, though 
single vehicles can be hauled across by Jeeps. 

The picture at the bottom of p. 126 of the same issue illus- 
trates something which has been a bee in my bonnet for 
years. I have never been able to understand why it is almost 
universal practice to paint the white bar across the signal arm. 
It has the effect at a distance of completely cutting off the 
end of the arm against certain backgrounds, as this illustra- 
tion demonstrates, and in effect, therefore, all the arm that the 
driver sees is that portion from the spectacle as far as the 
white bar. I remember that the District Railway used to 
have some excellent signal arms with a white stripe painted 
horizontally down the middle of the arm. These showed up 
the angle of the arm very distinctively against all sorts of 
miscellaneous backgrounds. In 1929 I tried hard to have this 
type of arm adopted in Burma, where the Indian system of 
signalling was then in use, that is, the first signal encountered, 
the outer, was a dead stop signal. I made scale models of 
both types of arm and tried them against various back- 
grounds, foliage, buildings, sky, and so on. The position of 
the arm with the horizontal stripe was clearly visible at 60 per 
cent. greater distance against backgrounds of foliage and 
buildings, and at about 15 per cent. greater distance against 
the sky than the standard type. 

In the course of these experiments one interesting fact 
emerged. Owing to the overpowering effect of white, the 
horizontal white stripe must not be made more than one 
quarter the width of the arm. In the first model tried I made 
the white stripe one third the width of the arm, and although 
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this was very distinctive against dark backgrounds, when tried 
against sky or very light backgrounds, the arm was com- 
pletely invisible at a scale distance of } of a mile. However, 
with the white stripe not exceeding one quarter of the width 
of the arm, it is extremely effective against any type of 
background. 

J] may mention that for the reconstruction of the Burma 
Railways, multi-aspect upper-quadrant signals are being 
adopted throughout the main line, with separate distant 
signals. 

Yours faithfully, 
E. V. M. POWELL, M.1.LOCO.E., 


Dy. Loco. Carr. & Wagon Supt.. 
Burma Railways 


Mechanised Goods Shed Operation, L.M.S.R. 


L.M.S.R. Headquarters, 
Watford, Herts. February 5 
To THE EpItoR OF THE RAILWAY GAZETTE 

Sirn,—May I draw your attention to two statistical errors in 
the _— excellent article in your issue of January 4, 
namely:— 

(a) The reference in the sub-title to 11 million consignments 
a year should be 11 million packages a year (a consignment 
may, and frequently does, contain more than one package). 

(b) The figure of 24 million tons quoted in Clause (a) on 
page 15, column 1, represents the total tonnage of general 
merchandise traffic conveyed by the L.M.S.R. to and from 
the City of Birmingham in a year through all L.M.S.R. Goods 
Depots in that city. It includes both miscellaneous goods 
traffic dealt with through the goods sheds and full load goods 
traffic dealt with in the goods yards, and through private 
sidings 

Yours faithfully, 


S. H. FISHER, 
Chief Operating Manager 


‘*A Foolproof Railway ” 


Great Western Railway, 
Paddington Station, 
London, W.2. February 12 
To THE EpDIToR OF THE RAILWAY GAZETTE 

Sir,—The editorial note “ A Foolproof Railway” on page 
139 of your issue of February 8 rather suggests that the 
Publicity Department (or more correctly the Press Section) of 
the G.W.R. has been guilty of misleading the lay press in regard 
to the company’s system of automatic train control. 

The Press Section of the G.W.R. is in no way responsible 
for the statements referring to “A Foolproof Railway” 
which appeared in two Sunday National newspapers, and the 
staff are fully aware of the functions of automatic train 
control. 

There was no prior consultation between the Press Section 
and any newspaper or agency which could possibly have 
inspired the statement made in these articles. As the reference 
appeared in two widely different newspapers it would be 
interesting to know who inspired it. 

Yours faithfully, 
G. ORTON, 
Chief Officer for Public 

[Possibly the now general use of the term “automatic train 
control” instead of the farmer and more accurate designation 
of “cab signalling * has confused the lay press.—Epb. R.G.] 


Relations 


Recent Locomotive Designs 


Montevideo. January 11 
To THE Epiror OF THE RAILWAY GAZETTE 
Sir,—Due to postal delay, the October 5, 1945, issue 
is just to hand, in which your letter from Mr. E. C. Poultney 
appears. . 
In the article referred to [{‘ Recent Locomotive Designs,” 
The Railway Gazette, September 7, 1945—Ep. R.G.]| the 
reason for basing the survey on American standards is given, 
so that results found by other methods are something apart; 
however, it is interesting to note that, by reason of the com- 
paratively small grate area of the Central Uruguay Railway 
engine, Mr. Poultney arrives at the conclusion that the C.U.R. 
boiler is 40 per cent. better than the American, and on the 
same basis it may be calculated that if the C.U.R. engine 
grate area was further reduced, say to 20 sq. ft., then the 
boiler becomes 118 per cent. better than the American 2-8-0. 
Can this be accepted? 
Yours faithfully, 
THOMPSON FAIRLESS 
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Pilfering on Railways 
HQ (Mov. & Tn.), 
Paiforce. January 30 


To THE Eprrork OF THE RAILWAY GAZETTE 

Sir,—The letter in your issue of January 11 by Mr. Pratt 
(subject: “ Pilfering on Railways”), is, in my opinion, the 
most brazen and bombastic letter it has been my displeasure 
to read. Can Mr. Pratt count himself a foreign representative 
of our farflung Empire? If not, I would point out that it is 
extremely unwise to voice an opinion on the respective 
merits of members of other countries, who, unfortunately, 
have not had the opportunity for world culture and learning 
such as exists today. 

Colonel T. E. Lawrence, a truly great Englishman, was, 
I think you will agree, in a far better position to describe 
the Arab than Mr. Pratt. He, indeed, would not write spurious 
letters without first living and working with them. Mr. Pratt 
should study Lawrence’s works. 

The term “mere Arab” is so un-English, certainly lacks 
culture, and is, to my mind, nauseating. 

It would appear that Mr. Pratt would eliminate “ mere 
Arabs,” and, presumably, any uncultured body. May I 
remind him that the Nazis did their damndest to eliminate 
“mere Jews,” which, when brought to the notice of the world, 
caused hate, loathing. and ultimate destruction to all who 
partook in such a dastardly crime. 

Was Mr. Pratt amused at the Belsen 
tration-camp horror pictures? 

I sincerely trust our learned friend will endeavour to 
bridge the gulf between “mere Arabs” and Englishmen, and 
not write letters without thought. 

In conclusion, | would add that it is my very proud privilege 
to be an Englishman, but, as such, do not despise a race 
inferior intellectually. 





and other concen- 


Yours faithfully, 
F. E. LINDSEY 
(Major) 
[Major Lindsey sent a copy of the above letter to Mr. 
F. R. Pratt, and the latter has sent us the following rejoinder.— 
Ep., R.G. 


L.M.S.R. Office of Chief of Police, 
Euston Station. February 7 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir.—Major Lindsey has sent me a copy of his letter to 
you of January 30 and I shall be glad if you will permit me 
to make the following remarks. 

If Major Lindsey will refer to your issue of December 21 
he will find a letter from Mr. Jesper who is Chief of a 
portion of the L.N.E.R. Police. In it is described how Mr. 
Jesper’s flying squads of police, armed to the teeth and using 
methods which “would not bear too close an examination ” 
shot and killed a number of Arabs seen raiding trains. 

If he will then re-read my letter he may -be able to detect 
the ironic spirit in which it was written. I contrasted the fate 
of these unfortunate Arabs with the consideration and for- 
bearance shown to the English thief. Because of the cultural 
opportunities open to him in this country he should know 
better than to rob his fellows. 

It will thus be seen my sentiments respecting Arabs and 
Englishmen really agree with those of Major Lindsey. 

May 1 add that I, too, am glad I am an Englishman if only 
for the reason that it renders me safe, I hope, from Mr. Jesper 
and his gunmen. 

Yours faithfully, 
F. R. PRATT 


RAILWAY ENGINEERING ABSTRACTS.—The question of the 
revival of those sections of engineering abstracts issued by the 
Institution of Civil Engineers, in co-operation with other insti- 
tutions and organisations, has been under consideration. In 
future the issue of abstracts is to be linked, where possible. 
with the work of the different engineering divisions of the 
Institution. The first will be for members of the Railway 
Engineering Division. These are being compiled in co-opera- 
tion with the G.W.R., L.M.S.R., L.N.E.R., and Southern Rail- 
way, and the L.P.T.B. They will cover civil, mechanical and 
electrical engineering and signalling. Issues will appear every 
two months during 1946, and the first number for January- 
February, 1946, containing 184 abstracts, is now ready. The 
universal decimal classification has been adopted for classifying 
the abstracts, and close co-operation is maintained with other 
institutions and organisations so as to avoid unnecessary 
duplication of work. 
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The Scrap Heap 


During 1945 the girls in the Euston tele- 
phone enquiry bureau answered 1,393,593 
travel inquiries. This was 15,000 more 
calls than in 1944 and was 116 per cent. 
up compared with pre-war. 


* * * 


COLDEST JOURNEYS 

Among the unusual traffics handled by 
the L.M.S.R. during the last twelve months 
were 300 container loads, consisting of 
8,200 cases of pancreas glands used in the 
manufacture of insulin. Special insulated 
containers, cooled by dry-ice, are used. as 
the temperature during transit must not 
rise above 20 


* * * 


WHAT'S IN A NAME? 
What is a “commuter 
Judging from the context of 


standee ~? 


a paragraph 


so headed in the Railway Age, it is a 
season ticket holder who cannot find a 


seat; and he has this in common with his 
less concisely labelled counterpart on this 
side of the Atlantic, that “ no early relief” 
is foreseen for his sufferings. : 


7 4 * 
CANDID AMERICAN VIEW OF THE LOAN 
Reports that some British Conserva- 


tives decided to abstain from voting on 
the American loan to the Attlee Govern- 
ment may surprise some people. But the 
Conservatives are looking the gift horse 
in the mouth. They may believe that the 
British Empire would be economically 
more sound if it pulled itself up by its 
own bootstraps within the sterling bloc. 
They may see disaster ahead for Britain 
should the pound become dependent on 
the dollar, as and when the extravagance 
and lack of courageous fiscal leadership 
in the United States precipitates another 
financial debacle. They know that unless 
the American ship of state. ‘which 
seems to have no gyroscope, shall be put 
soon on an even keel, there can be a 
repetition of 1929. or what would be 
worse, such an inflation as would neces- 
Sitate the devaluation of the dollar, as 
Poincare was forced to devalue the franc 
after the first world war. The British of 
foresight would prefer not to go down 
with the dollar.—From ‘“ The Argonaut,” 
San Francisco. 
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Wuy THEY WALKED OUT 

A statement in the House of Commons 
by Mr. Alfred Barnes, Minister of War 
Transport, that 195 drivers, 276 firemen, 
and 526 guards had left their trains on 
running lines in the past 12 months, was 
followed up by some inquiries by a Daily 
Mail reporter. Asking what preciseiy is 
meant by “ leaving a train on the running 
lines,” he was told by an official: “* The 
train pulls up at an intermediate station, 
the driver or fireman climbs down, or the 
guard steps out of his van, and clears off 
without a word. He may be a football 
fan, and pulls up at the station nearest to 
where his team is playing. There have 
even been cases where it doesn’t happen 
at a station, but in the open country, but 
they are rare.” The reasons advanced for 
this behaviour were summarised by the 
Daily Mail as being that the men were 
*“ browned off, tax weary, or soccer mad.” 
The reporter was told that “ sometimes 
income tax is responsible for men acting 
in this manner. They find half their over- 
time money deducted, and they suddenly 
decide that it’s not worth their while work- 
ing any more that day.” 


* * * 


ro SIGNAL Box 

Control towers at 14 aerodromes in the 
London, Reading, Oxford, Bristol. Shrews- 
bury and South Wales areas, where the 
runways are close to the G.W.R. line, are 
now linked with the nearest signal box by 
direct telephone and an alarm bell circuit. 
Advance warning can thus be given if there 
is danger of an aircraft crashing or making 
a forced landing on or near the railway, 
so that the signals can be set at danger. 


AIRFIELD 


100 YEARS AGO 
From THe Rattway Times, Feb. 14, 1846 


O SIR WILLIAM LOWTHROP, Knight.— 
Sir,—Although | am extremely unwilling to occupy 
my own time or the attention of the public, by prolonging 
our correspondence, it might perhaps be regarded as an 
admission on my purt of the accuracy of the account con- 
tained in your last letter of what passed at the Vittoria 
Hotel, were 1 to leave it wholly unnoticed. My denial of 
your assertion, that I 'aj.ciogised for the observations I ad- 
lressed to you on that occasion, you now meet by stating 
that ‘in substance ’’ I did apoligise. Iam not casuist 
enough to understand the distinction between an apology 
und the substance of an apology: but I again disavow hav- 
ing offered you either the one or the other; and I readily 
j.in youin appealing to the testimony of Mr. Bright and 
the other four gentlemen who were present during the in 
terview, for I am fully aware that none of them will say 
either that you demanded an apology or that I tendered 
one, ¢ 
Tam, Sir, your humble servant, 
GEO, HUDSON 
London, Fel). Lith, 184%, 
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RAILWAY QUESTIONS AND ANSWE 

Statement: Under private ownership 
railways, freight and passenger charges 
country are the highest in the world. 
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Overseas trade. In h 
Answer: This is a vague generalisation, 45, th 
Because of the vast differences in local conditions South 
it is practically impossible to make a true and 
accurate comparison between railway rates in & that t 
any two countries. Standard of living, trade | to ha 
union rates of pay, Government subsidies, special traffic, 
rates on specialised commodities, the economies iousl 
effected by long hauls, rates inclusive of loading V Eh 
and unloading charges, surcharges for pullman earnin 
travelall these have a bearing on railway rates featur 
in different countries. It would be possible to eptio 
cepuic 
take a charge for a commodity conveyed at an ‘crea 
exceptional rate over a given distance and demon. incre 
strate on that example that freight charges in the p 
this country are the cheapest in the world exceec 
Equally the reverse could be proved. The level ing | 
of freight and passenger charges in this country The 
are fixed by the Railway Rates Tribunal and can ‘ 
only be altered in peacetime by it. If any trader worth 
is interested in a particular rate, he is entitled to vices, 
apply to the Tribunal at any time for its revision, in the 
The test really is not to attempt to compare rail. . r 
way rates in this country with those abroad, bur intro 
to try to ascertain whether rates in this country lent p 
are reasonable and adequate, or a hardship on the Re\ 
country’s economy. Here is the answer. If the ing tl 
railways carried all food free there is not a coin a 
small enough to enable the shopkeeper to cut all se 
his price to the public. The Ministry of Labour's increé 
last survey on which the cost of living index is previc 
based showed that in the average family budget ae | 
the cost of passenger transport—and that includes TOSe 
trams, buses and tubes as well as railway travel result 
represented only 2s. 84d. out of the average servic 
weekly family income of £5. Travel represented the | 
only 2} per cent. of the family budget From Geri 
** Answers to Questions and Statements,’’ issued by revel 
the British Main-Line Railway Companies, 22, the n 
Palace Chambers, London, S.W.|. a det 
* * * Re 
progt 
electr 
OPERATING ODES sion 
The Institute of Public Opinion line. 
: ee . " were 
(Enquiries have been widely made unt: Sout! 
the Railways Act doh 
And data tabulated here may be considered ville 
fact.) ; : ' miles 
Their ideas of the outside staff wee mour 
sought from those inside 
And when collected, these replies wei ; 
read and classified. Ps 
; ea . Ae yther 
Intelligence. “Twas freely held the sta it - 
dard was so poor expr 
The average mental age would be at mos or 
not over four. hie 
(“ Although one must remember in asses > oe 
ing mental age line 
It seems they’re always old enough | laste 
reckon up their wage.”) be f 
Ability. Opinions here just emphasised if gidey 
lack. ; ning 
(* Why equal errors made by us woul with 
get someone the sack. 
“One wondered how promotion came | a 
muddle-heads like these. Tl 
“Twas plain the type of man we had wif the 
dead above the knees.) pong 
. = " e 
As Railwaymen. The answers __ prove by 
that these are born. not made, prog 
And most of those of whom we spei “one 
should learn some other trade. ~ 
(“ The questions asked ! You’d really thin offic 
they’d never seen a train, qua 
And what they haven’t learnt by nos oat 
theyll never learn, that’s plain.”) len 
Then to extend this wide research ' pres 
other fields of thought, . Dur 
Opinions of the office staff from outsit 
staff were sought. : ; 
Results of these enquiries too, were index A 
as before. yea 
To save reprinting, read again, plea buil 
verses two to four. by 
H. W. W. 





XUM 





», 1946 


ISWERS 


rship of 
S in this 

British 
c charges 
tributive 
ct On our 


‘alisation 
Onditions 
true and 
rates in 
1g, trade 
>S, Special 
conomies 
f loading 
pullman 
way rates 
ssible to 
red at an 
d demon- 
harges in 
€ world 
The level 
$ country 
| and can 
Ny trader 
ntitled to 
revision 
pare rail. 
road, but 
country 
ip On the 
r. If the 
Ot a coin 
r to cut 
Labour's 
index is 
y budget 
t includes 
' travel 
average 
presented 
st. —From 
issued by 
nies, 22, 


nion 
ide und 


‘onsiderel 
aff wer 
lies wer 
the star 
e at mo 
in asses 
nough | 
vasised ii 
lis woul 
came 

had wai 
; proves 
Ve spear 
ally thin 


by nov 


- 
earch ti 


1 outsid 





> indexe! 





, please 





Ww. W. 













a 





February 15, 1946 


OVERSEAS 


RAILWAY 


THE RAILWAY GAZETTE 


AFFAIRS 


(From our own correspondents) 


SOUTH AFRICA 


General Manager’s Review 
In his review of operations during 1944- 
45. the General Manager of Railways, 


i South African Railways & Harbours, said 


that the railways were again called upon 
to handle an unprecedented volume of 
traffic, and practically every record pre- 
viously set up in respect of traffic and 
earnings was surpassed. The outstanding 
feature of the year’s working was the ex- 
ceptional volume of coal shipped, which 
increased by 31 per cent. compared with 
the previous year and for the first time 
exceeded the record quantity shipped dur- 
ing 1926-27. 

‘The period under review was also note- 
worthy for the fact that civil airways ser- 
vices, Which had been virtually suspended 
in the Union since May, 1940, were re- 
introduced and immediately received excel- 
lent patronage. 

Revenue reached new high levels dur- 
ing the year and the total in respect of 
all services amounted to £58,449,551, an 
increase of £5,383,150 compared with the 
previous year. Expenditure, however, 
rose by £6,568,008 to £57,751,016 and the 
resultant gross surplus of £698,535 on all 
services was £1,184.858 less than that of 
the preceding year. After making net 
revenue appropriations totalling £987,000, 
the net result of the year’s working was 
a deficit of £288,465. 

Electrification 

Reviewing the post-war development 
programme, the General Manager said that 
electrification works involved the conver- 
sion to electric traction of 266 miles of 
line. When works in hand or authorised 
were completed, the electrified mileage in 
South Africa would be 847. The main 
electrification work would be from Bell- 
ville to Touwsriver, a distance of 149 
miles, which included the Hex River 
mountain section. 

Travel Amenities 

The extension of air-conditioning to 
other passenger trains was contemplated. 
It had already been provided on certain 
expresses (temporarily withdrawn) between 
Johannesburg and Cape Town. The 
Administration also planned to deal with 
the growing non-European traffic on main- 
line trains. Where traffic justified it, addi- 
tional saloons for non-Europeans would 
be provided on long-distance runs. Con- 
sideration was also being given to the run- 
ning of separate trains for non-Europeans. 
with dining-car facilities. 

Public Relations 

The improvement in relations between 
the Administration and the public was 
maintained, and uninformed criticism of 
the railways was gradually being replaced 
by a more objective and appreciative ap- 
proach on the part of the general public 
to railway problems. It had been decided 
to appoint two assistant public relations 
officers who, after initial training at head- 
quarters, would be employed to make and 
maintain contact between the Administra- 
tion, on the one hand, and the public and 
press, on the other, at Cape Town and 
Durban. 

Hotels Development 

Architects wer: appointed during the 
year in connection with the design and 
building of the hotels to be established 
by the Administration at Cape Town and 


Pretoria. The architectural firms selected 
had arranged, at the Adminstration’s re- 
quest, to send representatives overseas to 
study developments in hotel design. In- 
cluded in the itinerary of the architects 
were South America, the United States, 
Canada and Great Britain, while, if prac- 
ticable. Sweden, Switzerland and_ the 
French Riviera would also be _ visited. 
The party included a catering officer of 
the Administration who would investigate 
the latest catering practice, as Well as 
kitchen layouts and equipment. 


WESTERN AUSTRALIA 
Commissioner’s Report 

In his report for the year ended June 30, 
1945, the Commissioner of Railways (Mr. 
J. A. Ellis) said that train services during 
the year were disorganised through various 
causes, the chief of which were short sup- 
plies of local coal and inability to aug- 
ment stocks sufficiently with imported coal; 
the necessity to haul water long distances 
owing to drought conditions; washaways 
following the abnormal and widespread 
rains in June, 1945; the absence of loco- 
motive staff with the fighting services; and 
insufficiency of serviceable locomotives to 
meet traffic needs. 

The engine position was alleviated to 
some extent by the addition to the stock 
of 18 Australian Standard Garratt loco- 
motives, which, with the 5 already in ser- 
vice, gave 23 of these engines in traffic at 
June 30. 1945. The diesel-electric railcars 
rendered excellent service and ran 349,535 
miles, an increase of 9,401 miles over the 
previous year. Plans had been formu- 
lated for increased diesel-electric railcar 
services with the existing cars in the near 
future, with the object of providing fast 
passenger services to many areas now 
mainly served by mixed trains. In addi- 
tion. six new diesel-electric trains were on 
order, comprising a more poweful railcar 
with two trailers, 

Rolling Stock Programme 

During the year, reports on the rehabili- 
tation of the service and other post-war 
improvements were submitted to the 
Government. The rolling stock proposals 
on which an immediate start should be 
made envisaged the construction during 
the next five years of 62 improved passen- 
ger and goods locomotives, 36 coaches, 
640 high-sided wagons, 50 brakevans, 20 
bogie covered vans, 80 bogie wagons, 30 
coal hopper wagons, and 20 water tankers. 


UNITED STATES 


Repatriation of Servicemen 

The following statement recently pub- 
lished by the Southern Pacific system in 
The Argonaut explains some of the diffi- 
culties encountered in transporting repatri- 
ated troops from the San Francisco Bay 
area to their homes: 

Wuat We'RE DoING TO GET THE VETERANS 
HOME 

Recently there has been discussion in 
the press about the delay in moving 
veterans from the San Francisco Bay area 
to their homes. 

Let’s get one thing straight right at the 
start. No one wants to get the veterans 
to their homes quickly more than we rail- 
roaders do. Many of us have sons out 
in the Pacific, too. ; 

We are doing every thing in our power 
to speed the movement of these men, but 
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some of the things that caused a temporary 
congestion at this port were beyond our 
control. For example, the military autho- 
rities estimated that 405,000 men would 
be landed on the West Coast in Novem- 
ber. Actually they were able to land 
465,000 men. Also, a much larger num- 
ber of these men landed in San Francisco 
than was originally estimated. 

We have been informed that 530,000 
men will be landed on the Pacific Coast 
in December, and we have made our plans 
accordingly. 

One of the principal reasons for the 
present difficulty is the shortage of troop 


sleeping cars. Last June, the Office of 
Defense Transportation, on advice of 
military authorities, ordered the construc- 


tion of 1,200 troop sleepers for delivery 
starting in September. However, up to 
November 26 not one of these cars was 
in service, due to strike conditions in the 
plant manufacturing the springs. We are 
informed that these troop sleepers will 
now be delivered at the rate of approxi- 
mately 15 a day. 

Here is what the railroads serving this 
area are doing :— 

1.—In the last ten days, the railroads 
moved an average of 11,000 men a day 
out of the Bay Area. To give you an 
idea of the magnitude of the job we are 
doing, on December 1 there were 49 
special military trains rolling on the 
Southern Pacific alone. 

2.—The other railroads of America have 
rushed all available cars to the West 
Coast. We have stripped our own regu- 
lar trains to the bare minimum to provide 
more cars for transporting veterans. 
(Southern Pacific’s Peninsula commuters 
know this only too well.) 

3.—Sleeping cars have been discon- 
tinued on all runs of 450 miles or less. 
These cars are now being used to carry 
military personnel. 


4.—We have steadily reduced the 
amount of space for civilians on our regu- 
lar trains. At the present time, on 


Southern Pacific regular trains from the 
Bay Area to the East, only eighteen per 
cent of all space units are available for 
civilians. 

If civilian travel were banned on all 
regular Southern Pacific trains from the 
Bay Area to the East, this would release 
only 362 coach and Pullman units of space 
a day, which would accommodate but 412 
of the thousands of men who are being 
landed here daily. 

Seventy-six per cent. of the men who 
land on the West Coast are destined for 
points East of the Mississippi. Most of the 
cars that move these men East are rushed 
back to the West empty in special trains. 
Thus, from all over America, hundreds 
of empty cars are moving westbound 
every day to carry veterans home from 
the Pacific Coast. 

While veterans returning from the Paci- 
fic are our first concern, there is-still a 
heavy flow of military personnel from 
East to West and between camps up and 
down the Coast. In addition, we are re- 
quired to transport large numbers of Mexi- 
can agricultural workers, Japanese aliens 
and enemy prisoners of war. 

As we said before, we railroads want to 
move the men home just as fast as you 
do, and we will continue to do our best 
to handle our share of the job. 

Only a small amount of space on our 
trains is available for civilians, and any 
that is not used is turned over to the 
military. In view of the urgent neces- 
sity of getting the veterans home, we hope 
you will not plan a train trip at this 
time unless it is absolutely essential. ’ 
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The Melbourne Military Railway 


A wartime alternative training centre to Longmoor, in the Midlands 


HORTLY after the outbreak of war it 
was decided to establish a second 
R.E. Railway Training Centre, and, as 
the L.M.S.R. was closing its staff college 
at Derby, the military authorities were 
able to obtain the use of this well- 
equipped establishment for training pur- 
poses. The college contained a very fine 
model railway specially designed for train- 
ing L.M.S.R. railway men in civil operat- 
ing and signalling practice, but, in order 
to provide courses of training comparable 
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The Chellaston-Ashby line of the 
L.M.S.R., used as the Melbourne 
Military Railway, 1939—1944 


with those given at Longmoor, it was 
necessary to obtain the use of a standard- 
gauge railway. In this requirement also 


the L.M.S.R. was of great assistance 
by making available the Chellaston 
Junction to Ashby-de-la-Zouch branch 


line, which was taken over as a military 
railway on November 19, 1939. In addi- 
tion, the L.M.S.R. loaned premises in 
which were installed a small machine shop, 
smith’s shop, and boiler shop, while at 
the L.M.S.R. works nearby provision was 
made for training joiners and certain‘other 
carriage and wagon tradesmen. Thus, 
within a. convenient radius facilities were 
provided for the theoretical and practical 
training of transportation troops in rail- 
way operating, construction, and _ the 
various workshop trades. The _ centre 


became No. 2 Railway Training Centre, 
R.E., with Colonel (later Brigadier) L. 
Manton, D.S.O., O.B.E., as Comman- 
dant, and by the end of 1939 all the activi- 
ties were well under way. 

The Chellaston Junction to Ashby 
branch, 10} miles long, became known as 
the Melbourne Military Railway, and 
brief reference to its activities was made 
in an editorial note in our issue of Sep- 
tember 7, 1945 (page 234). This branch 


begins © at Chellaston Junction, and 
it was double track over the Trent 
Bridge at Weston and as far as Mel- 


bourne Station. Thence it became single 
track to Ashby-de-la-Zouch, with inter- 
mediate stations'at Tonge & Breedon, and 
Worthington. In addition, there were 
sidings serving a pipe works and New 
Lount Coiliery. The main traffic of the 
branch was the coal from New Lount Col- 
liery. All the goods and mineral traffic was 
worked via Chellaston Junction to the 
Chaddesden marshalling yard at Derby. 
The military took over the civil traffic 
working commitments and in addition 
introduced a regular service of trains to 
simulate the working conditions on a mili- 
tary line of communication, namely, base 
marshalling area, regulating stations, and 
railhead area. To obtain a suitable layout 
for this line of communication, various 
new works were put in hand. Exchange 
sidings were installed in the fork at Chel- 
laston Juntion together with a locomotive 
shed. offices, and a water pumping station. 
Waiting rooms at Melbourne Station 
became the Military Railway Operating & 
Control Office. Tonge & Breedon sidings 
were extended as the Base Depot. The 
layout at Worthington was altered to allow 
trains to pass, a new military yard was 
built at Ticknall to provide a passing point 
and a regulating station, and a railhead or 
depot was laid in on the Ashby side of 
Ticknall Tunnel and named Smisby Road. 
The military occupation was limited by a 
scotch block and “stop” board one mile 
from the Ashby Junction. 

Before operation as a military railway, 
the Chellaston-Melbourne section was 
worked by the normal L.M.S.R. double-line 
block instruments. The Melbourne-Worth- 
ington and Worthington-Ashby sections 
were worked by Tyers tablet instruments, 
and the frames at the intermediate sidings 
controlled by the tablets. For military 
operating purposes, the signalling and 
block working arrangements underwent 
considerable alterations. New block posts 
were installed and in most cases the new 
sections were provided with “ station 
limit ” and “ flag boards. These altera- 
tions were designed to enable blockmen to 
be trained in telephone and ticket regula- 
tions and improvised train staff arrange- 
ments which are usual methods of work- 
ing military railways, as well as giving 
them experience of double-line block, 
tablet working, and “one engine in 
steam ” arrangements. 

By Christmas, 1939, military operation 
of the branch was proceeding simul- 
taneously with the lectures and basic 
training at the L.M.S.R. School of Trans- 
port. Up to this point the branch was 
used purely for training in operating and 
construction trades, but in early 1940 a 
stores depot and a bridging school were 


proposed. The site chosen for these 
developments was immediately on the 
Melbourne side of the Trent Bridge. At 
this point a large area of land was 
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acquired and connections were laid x 
King’s Newton about half a mile north of 
Melbourne Station to give access to the 
new sidings for the stores on the east sige 
and bridging school on the west side of 
the railway. This development required 
an extensive railway construction pro. 
gramme and the provision and movemen; 
of large quantities of ash for ballast ang 
material for embankments. 

The bridging school was one of the mos 
interesting developments of the Melbourne 
Military Railway. It included lecture 
rooms, in one of which was a very fine 
model of a girder bridge and approach 
track on a scale of 1 in. to 1 ft. Among 
the other features of the school were spec- 
men rolled steel joist and similar pre. 
fabricated girder spans, spurs leading to 
the River Trent at a suitable bridging site 
and a site for riggers and erectors, com- 
plete with timber and steel derricks and 
various types of trestle piers which were 
erected and dismantled during training. 





Training and Trial Working 

In the early stages the line was worked 
by six L.M.S.R. and six L.N.E.R. tank 
locomotives. Later, however, the G.W.R, 
* 2301” class fitted with Westinghouse 
brake and condenser side tanks on the 
engine, 0-6-0 American-built shunting 
engines, 2-8-0 British-built W.D. austerity 
tender engines, and 2-8-0 U.S.A. tender 
engines, and later still the W.D. 0-6-0 
Ministry of Supply saddle-tank engines, 
were all worked on the line both for train- 
ing and trial purposes. One underbridge 
was specially shored up to carry the heavy 
locomotives. In addition, several  ex- 
L.M.S.R. diesel locomotives of 350 h.p., 
and ex-L.M.S.R. Hunslet 200-h.p. 
mechanical transmission diesels, a 90-h.p. 
captured French diesel with a Junkers 
engine, a 350-h.p. Vulcan-Frichs diesel 
locomotive, and in 1944 the American 
650-h.p. Buda-engined Whitcomb  diesel- 
electric locomotives, were employed to 
give diesel experience. 

Other plant used for training included 
a 40-ton Ransomes & Rapier breakdown 
crane, an 8-ton Brown hoist, and several 
other steam cranes. These were used for 
both training purposes, and for handling 
the heavier bridging components, and 
also in the stores depot. A Priestman 
Tiger drag line or crowd shovel, and 
N.C.H. shovel and other earth-working 
machines were used for development and 
training purposes. A set of six ex- 
London, Tilbury & Southend _ bogie 
suburban stock was bought to use as pas- 
senger coaches for personnel trains and to 


give practice in working vacuum and 
Westinghouse brakes. 
American and Canadian Railway 





Operating units gained their first experi- 
ence of British equipment and methods of 
working by means of courses on the Mel- 
bourne Military Railway, and we are 
informed that the co-operation between 
these units and the British troops was 
excellent. By the end of the summer of 
1944 the purposes for which the line was 
taken over had been achieved, and the 
number of recruits for training no longer 
justified its retention. Rehabilitation of 
the branch to its former civil state was 
begun in the autumn of 1944, and at 
midnight on December 31, 1944, the line 
was handed back to the L.M.S.R. We 
are officially advised by the War Office 
that, from the preliminary negotiations in 
1939 to the handing back over five years 
later, much of the success of the scheme 
arose from the wholehearted assistaace 
given by the L.M.S.R. The co-operation 
of its officers enabled splendid training 
facilities to be developed. 
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Carlisle to Kingmoor Widening, L.M.S.R. 


A wartime emergency measure 


THE railway layout of Carlisle is ex- 

tremely complex, having been built 
up by seven pre-1923 railway companies. 
for, although the passenger trains of all 
those companies used the Citadel station. 
each company had its own goods station, 
marshalling yard, motive power depot, 
and carriage sidings. Linking all these 
there grew an intricate pattern of lines, 
and a considerable amount of “trip” 
working was necessary for transfer of 
traffic between one yard and another. In 
1923 five out of the seven companies be- 
came merged into the L.M.S.R. and the 
other two went into the L.N.E.R. group. 
Some degree of simplification of the sys- 
tem resulted. For example, the number 
of motive power depots was .cut down 
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Railwavs in and around Carlisle 
including the widened lines 


1o three, Kingmoor (L.M.S.R.), Canal 
(L.N.E.R.), and Upperby (L.M.S.R.). The 
goods station working was also rationa- 
lised as far as possible without extensive 
physical alterations. 

The important twin marshailing yard 
and motive power depot at Kingmoor 
lies to the north of the River Eden, and 
the double-track section of the L.M.S.R. 
main line between Caldew junction (No. 

Box) and Etterby junction, a distance 
of about half-a-mile, was therefore very 
heavily occupied by passenger trains, 
through freight trains, “trips” and a 
large number of light-engine movements 
between Kingmoor shed and Citadel sta- 
tion or the adjacent yards. The wartime 
growth of freight traffic put an added 
burden on this section, and although the 
number of train movements was reduced 
to a minimum, severe delays were ex- 
perienced. 

The solution of this problem was to 


to remove a serious bottleneck 


extend the L.M.S.R. through goods lines to 
Etterby junction, the southern extremity 
of Kingmoor yard. A scheme was there- 
fore prepared late in 1941 for the quad- 
rupling of this “bottle-neck” section, 
with an independent bridge across the 
River Eden to carry the new lines. Con- 
struction work began in June, 1942, and 
was given “Al” priority, and in the fol- 


lowing February the new down goods 
line over the new bridge was put into 
service, followed a month later by the 


corresponding up line. The improvement, 
carried out under abnormally difficult con- 
ditions at a cost of about £118,000, re- 
sulted in a marked improvement in traffic 
movement, and the new lines have carried 
very heavy traffic. 


Where the L.M.S.R. main line crosses 
the flood-plain of the River Eden, the 
river itself runs close to its northern 
edge, under the steep bluff known as 


Etterby Scaur. The railway is carried 
across the flood-plain by a low embank- 
ment broken by a dry bridge intended 
for flood waters, and then passes over the 
river and immediately enters a cutting; 
a public road running along the top of 
the Scaur is carried over the line. 

From Caldew junction to Port Carlisle 
junction a pair of goods lines existed, and 
by altering the working of Viaduct yard 
so’as to remove the need for using these 
lines as reception roads, they were released 
for use as part of the new through lines. 
At Port Carlisle junction the lines used 
by L.N.E.R. passenger trains to Edin- 
burgh (Waverley) and Silloth diverge from 
the L.M.S.R. main line on a sharp curve, 
and this curve had to be realigned so as 
to reduce the cant at the point where the 
new goods lines crossed the passenger 
lines. Through the four diamonds the 
radius of the latter became 12 ch., the 
cant being reduced to | in. To the north 
of this junction a double-line connection 
was laid in from the 1..M.S.R. passenger 
lines to the new goods lines so that trains 
travelling via Citadel station could cross 
over to the new lines. 


The River Bridge 
The normal channel of the River Eden 


is about 150 ft. wide and lies close to 
the steep Scaur. The river is liable to 
flooding, and to keep the flood waters 


from spreading over the whole plain there 
is a protection bank about 150 ft. back 
from the southern edge of the channel. 
The overall width of the river in times 
of flood is thus about 300 ft... and the 
older bridge carries the main line across 
it by seven spans of 41 ft. each, with 
stone piers at 46-ft. centres. In the new 
bridge, built alongside, the same pier- 
spacing was adopted to minimise inter- 
ference with the flow of the river. To 
avoid the need for abutments of the con- 
ventional type, designed as retaining walls, 
a short additional span was put in at 
each end of the new bridge. 

The new bridge was constructed on a 
curve of 42 chains radius, with the object 
of keeping it as far as possible from the 
old bridge. The primary reason for this 
was to reduce the risk that the same 
bomb would damage both, but it was a 
boon during construction, for cranes couid 
operate on the new bridge without fouling 
the main line. 

It was at first intended that the new 
bridge should be carried entirely on con- 
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crete pile bents, but the surface of the 


rock, a marlstone of Keuper age, was 
found to be so close to the bed of the 
river channel that piles could be used only 
on the southern half of the bridge for 
the piers Nos. 1 to 5 inclusive, where 
they were driven through the alluvium and 


gravel and a short distance into the 
softened upper layer of the rock. Piers 
6 to 9 inclusive were, therefore, con- 


structed with mass concrete foundations 
on the marl, and cofferdams were neces- 
sary for piers 6, 7, and 8. 


Construction Procedure 

Construction of the bridge began from 
the southern bank because the works sid- 
ing could readily reach it and because 
the terrain was more favourable. From 
the end of the widened embankment a 
temporary timber trestle jetty was con- 
structed as far as pier No. 7: and along 
this jetty two standard-gauge sidings were 
laid, one of them following the centre- 
line of the new bridge as far as pier No. 5 
and then continuing tangentially, the other 
running parallel to that tangent at such a 
distance from it that the two tracks could 
be used for carrying a _ stiff-leg derrick 
mounted on three bogies. This 5-ton 
derrick, with a jib of 90 ft. long, dealt 
mainly with the cofferdams and the piers 
constructed within them. The piled piers 


were served by a 50-ft. piling frame 
with a 10-ton travelling diesel crane in 
attendance. 


The reinforced-concrete piles were octa- 
gonal in section, 21 in. across the flats, 
and were cast in lengths of 36 ft. and 40 ft. 
at the L.M.S.R. concrete depot at Newton 
Heath, Manchester. Two lifting holes 
were provided in each pile, and when 
being handled at the site by the diesel 
crane they were first lifted in a_hori- 
zontal position by equal leg slings, laid 
on a 24-in. x 74-in. steel joist laid flat 
in the four-foot way of the siding, and 
then lifted again into a position only 10 
deg. from the vertical by special slings 
with unequal legs, the points of the piles 
skidding along the joist. After being 
placed temporarily in the guide frames at 
this angle they were pitched plumb by 
slinging from the top hole only. They 
were driven by a 4-ton single-acting steam 
piling hammer with a 4 ft. 6 in. stroke. 
finishing with a set of about 0.06 in. per 
blow after penetrating some 3 ft. into the 
softened upper layers of the marl. This 
gives a resistance of 200 to 220 tons a pile. 

The cofferdams were of Frodingham 
Hoesch No. 2 steel piles with steel joist 
walings and struts. The piles were driven 
by a McKiernan Terry No. 7 hammer 
hung from the derrick, and were driven 
to refusal between two and three feet 
below the surface of the marl. Excavation 
was carried out to within a few inches of 
the pile foot by air-driven breakers, and 


the water kept down by _ petrol-driven 
pumps; the foundations were then con- 
creted up to river-bed level. 

Pier No. 9 was just clear of the 


northern brink of the river and was con- 
structed by timbered excavation instead 
of in a steel-piled cofferdam. This pier 
was outside the reach of the derrick, as it 
was deemed imprudent to extend the jetty 
beyond pier No. 7, and crane power for 
its construction was provided by cutting 
a ledge along the face of the steep bank, 
approximately at main-line rail level, and 
driving a Lima caterpillar crane sideways 
off a well wagon on to this ledge, where 
it remained until the excavation of the 
northern cutting allowed it to escape along 
the new formation 


The superstructure of the new bridge 
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consists of precast reinforced concrete tee 
beams, also made at Newton Heath. This 
form of construction was adopted because 
of the reduced tonnage of steel as com- 
pared with a structural steel design and an 
estimated reduction in construction time 
and cost. For the main spans there are 
three types, (a) those under the tracks, 
44 ft. 0 in. long, 2 ft. 0 in. wide and 
4 ft. 3 in. deep, (b) those immediately on 
each side of the centre line, of slightly 
different type to accommodate small slabs 
spanning the gap between the up-and- 
down-line halves, and (c) those supporting 
the cesses and parapets, of a lesser depth, 
carried on an upstand at the ends of the 
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advanced from the south, the temporary. 
jetty was demolished. 

The new dry bridge duplicating the old 
one consisted of four 23-ft. spans, with 
piers 3 ft. 4 in. thick. It was con- 
sidered that the provision of a protection 
bank and other works had made. this 
structure redundant, but the owners of the 
land made the duplication of the struc- 
ture a condition of sale. The piers and 
abutments were of mass concrete, cast in 
3-ft. lifts, and the superstructure was a 
reinforced concrete slab 2 ft. 6 in. deep, 
continuous over the four spans. 

The remodelling of Etterby junction 
took place in two main stages, plus some 
preliminary Sunday operations. On Feb- 


View looking southwards of the widened lines, Carlisle to Kingmoor, 
River Eden by the new bridge on the right 


pile caps, which also serves to prevent 
the spreading of the main load-bearing 
beams. On the cantilevered ends of the 
pile caps precast refuge units were erected, 
and between these the reinforced con- 
crete parapet walls of the bridge spans 
were constructed in situ. The weight of 
the main beams was about 18 tons each. 
They were erected by a 50-ton steam 
breakdown crane, in most cases from the 
southern side. As the new superstructure 


CHRISTMAS TREES AT L.N.E.R. STA- 
TiONS.—Mr. C. M. Jenkin Jones, Divisional 
General Manager (North Eastern Area), 
L.N.E.R., on January 22 handed over to 
Mr. W. Louis Lawton, Chairman & 
Treasurer of the York County Hospital, a 
cheque for £837, being the contributions 
received at the Christmas tree in York 
Station, L.N.E.R. The Christmas trees at 
eight of the principal stations in the North 
Eastern Area of the L.N.E.R. have col- 
lected nearly £11,000 and over thirty 
thousand parcels and toys for charities in 
the past eleven years. The response this 
Christmas has been better than ever, 
amounting to over £3,700 in cash and over 


ruary 14, 1943, the down goods line came 
into use from the facing connection off 
the down main line at Port Carlisle junc- 
tion through to Etterby junction, the site 
of the up goods line being occupied by 
the works siding, still in use for the clos- 
ing stages of the engineering work. On 
March 21, 1943, the up goods line was 
opened throughout, the connections to and 
from the shed having been altered in the 
meantime. 
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The changes 


necessitated the  recop. 
struction of the 


signalbox at Etterby june. 
tion. The new box was built just north & 
of the old one, and the staff were trans. 
ferred to it on February 14. It is of the 
wartime “A.R.P.” type, strongly built of 
brickwork with flooring and roof of pre. 





cast concrete units. Windows extend ali 
around the upper floor except in the 
centre of the back wall, and, to give 


adequate stiffness, the cills, mullions, ang 
heads were built as a_ rigid-frame reip. 
forced concrete structure. These frames 
were cast on the ground, in five sections. 
and were erected by the 50-ton breakdown 
crane, the splices between the sections 
being made in situ. 


which are carried over the 


The engineering work was designed and 
carried out by the L.M.S.R. staff under 
the direction of Mr. W. K. Wallace, 
M.Inst.C.E., Chief Civil Engineer. A 
labour force of over a hundred was re- 
cruited locally. The scarcity of labour 
was acute, and a large part of the work 
was done by casual labour, the last 
scrapings of the labour market, and they 
sorely taxed the humour and patience of 
the supervisory staff engaged in the work. 








4.500 parcels, toys, books, games, and 
so on. There has been enthusiastic co- 
operation on the part of the company’s 
staff and nurses from the hospitals. New- 
castle heads the list, both for money and 
toys, with £1,052 and 1,380 toys, etc., 
against £756 and 668 toys in 1944. Harro- 
gate collected 1,109 toys, against 586 in 
1944. At Darlington, where £82 was col- 
lected in 1944, the staff set a target of 
£200, and realised £580. Hull increased 
its effort by £373 to £885; Scarborough re- 
mained level for cash, but increased its 
toy collection by 400 to 623: South Shields 
and Tynemouth were almost level, with 
£69 10s. and £70, respectively. 





BRITISH STANDARD SCHEDULE : COPPER 
AND ITs ALLoys.—A revision of the section 
of STA.7 which relates to group 1, copper 
and its alloys, has been issued, with the 
reference number PD. 402. When STA.’ 
first was issued it included the general 
requirements for all materials with a schedule 








covering copper and its alloys. Subsequently, 
additional sections have been issued to 
cover schedules for other non-ferrouss 
metals. The requirements of group | for 
copper and copper alloys have now been 
revised and the number of alloys included 
increased. Copies are available from the 
British Standards Institution, 28, Victoria 
Street, S.W.1, price 2s. post free. 
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New Locomotives for 


Eight 2-8-2 engines, of 25 ordered in England and the U.S.A., 
delivered recently in Brazil 
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Leopoldina Railway 


were 





IGHT locomotives for the Leopoldina 
Railway, of a total of 25 engines for 
which orders have been placed in England 
and the U.S.A., have arrived in Brazil. 


These eight 2-8-2 superheater tender loco- 
motives have been supplied by the Bald- 
win Locomotive Works for goods traffic. 
They have each a maximum weight on 
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driving axles of slightly over 12 tons, and 
reach the permissible limit for the rail- 
way’s main line in this respect. The two 
intermediate coupled wheels have flange- 
less tyres for negotiating the extreme 
curves found on the company’s system. 

The tenders each have eight wheels 
with cast-steel side-frame bogies. 

Fittings comprise a vacuum automatic 
brake acting on coupled and_ tender 
wheels, Pyle National electric headlights, 
two Monitor No. 8 injectors, Detroit 
sight feed lubricator, and floating bronze 
bushes in the connecting rod big ends. 
The grates of the locomotives are fitted 
for burning firewood at present, on 
account of the scarcity of coal. 

The first four engines to be mounted 
were tested satisfactorily at the railway’s 
shops at Niteroi on July 20, when officers 
of the company were present. 


Some leading particulars of the loco- 
motives are as follow:— 
Cylinders (2) 19 in. dia. x 20in 
stroke 
Piston valves 10 in. dia. 
Coupled wheels ... 3 ft. 6 in. dia. 
Leading wheels 2 ft. dia. 
Trailing wheels 2 ft. 10 in. dia. 
Tender wheels 2 ft. 4 in. dia. 
Boiler pressure 200 Ib. per sq. in. 
Boiler diameter 6 ft. 2g in. 
Grate area eee - week. 
Total heating surface wie -.- 2,460 sq. ft. 
Small tubes, 2in. x 16 ft. 6in. 130 
Large tubes, 5gin. x 16 ft. 6in. 21 
Tractive effort (at 85 per cent. 
boiler pressure) 29,218 Ib. 
Weight of engine in working order 61 tons 
Weight of engine and tender in 
working order ... “i ... 974 tons 
Adhesive weight ... 48} tons 
Fixed wheel base ... 12 ft. 
Engine wheel base 26 ft. 2in 
Total wheel base ... 53 ft. 6in 
Tender water capacity 3,000 gal. 
Tender fuel space 380 cu. fr. 








Quick Drying by Infra Red Heat 


Plant operated by automatic contactor control 


EW applications of infra red heat to 
drying problems are continually oc- 
curring in engineering fields, and in this 
connection special interest attaches at the 
present time to equipment installed at 
the Hucclecote factory of the Gloster 

Aircraft Company, for use in connection 
with the Gloster-Meteor jet propelled air- 
craft Britannia which recently regained the 
air speed record for Great Britain with a 
speed of 606 m.p.h. 

The wings, monocoque and noses of 
this aircraft are all stoved in equipment 
supplied by Metropolitan-Vickers Elec- 
trical Co. Ltd.; one plant is used for the 
wings and another for the monocoque and 
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Infra red equipment for drying paints and fillers 
on aircraft bodies 





noses. The wing tunnel is 20 ft. x 9 ft. 

13 ft. high and incorporates 496 Metro- 
vick infra red 250 W. lamps in gold- 
plated reflectors with a total load of 
124 kW. A track is provided for ease 
of movement and accurate location of 
the wing within the tunnel. 

The monocoque and nose tunnel is 
20 ft. x 10 ft. x 12 ft. high, with the 
520 lamps and reflectors aranged in suit- 
able contour, and with this equipment 
the load is 130 kW. In these two plants 
the filler is stoved in 45 minutes and the 
paint in 10 minutes. 

Both plants are operated by push button 
automatic contactor control with time 





relays, each operation being automatically 
controlled from full to half load during 
the requisite time cycles. Selector switch- 
ing is also incorporated in the monocoque 
and nose tunnel control gear, as only a 
small proportion of the total number of 
lamps is required for processing the nose. 
In both control panels hancé switching is 
incorporated. 

Two mobile servicing plants are used 
for patching, each one having a bank of 
30 a and employing a 7.5 kW. load. 
The lamps are mounted on a jib adjust- 
able at any height between 2 ft. and 7 ft. 
from floor level. Radiation is possible 
upward or downward dependent on 
whether the top or bottom of the wing or 
fuselage is to be stoved. Mounted on 
rubber tyred wheels these mobile plants 
constitute a useful addition to the main 
drying plants. 





An infra red mobile servicing plant for carrying 
out repair work 





THE RAILWAY GAZETTE February 15, 1946 


New Locomotives for Leopoldina Railway 


A group at the testing of four 2-8-2 locomotives at the Leopoldina Railway Shops, Niteroi, on July 20, 1945 


Left to right: Dr. Alcides Lins, Technical Director, Mr. G. B. F. Neele, General Manager, and Mr. I. H. G. Gilbert, London representative (now 

Secretary), Leopoldina Railway; Dr. Carlos C. Sampaio, representative of the Brazilian National Department of Railways; Lt.-Colonel J. C. Muriel, 

local representative of the Baldwin Locomotive Works; and Mr. H. E. T. Vogel, Operating Superintendent, Mr. Geoffrey L. Thornton, Assistant Loco- 

motive Superintendent, Dr. F. de Souza Aguiar, Commercial Director, Dr. Areas Netto, Technical Assistant to Administration, Mr. Clifford F. Potter, 
Assistant Traffic Manager, and two other members of the staff, Leopoldina Railway 
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A group of four of the 2-8-2 freight engines recently delivered 
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RAILWAY NEWS SECTION 


PERSONAL 


| SOUTHERN RAILWAY CHIEF ACCOUNTANT’S 


DEPARTMENT 
The directors of the Southern Railway 
Company have appointed Mr. W. J. Saw- 
kins as Chief Accountant, as from April 1, 
on which date Mr. R. G. Davidson will 
retire from the service. 
Mr. F. R. Stockdill has been appointed 
to succeed Mr. Sawkins as_ Assistant 
Accountant, from the same date. 


The Viscounty of the United 
Kingdom conferred in the New Year 
Honours on the Rt. Hon. Julius 
Salter, Baron Southwood (Chairman, 
Odhams Press Limited ; Chairman of 
the Red Cross Penny-a-Week 
Committee of H.R.H. the Duke of 
Gloucester’s Fund), was gazetted on 
February 8 by the name, style and 
title of Viscount Southwood, of Fern- 
hurst in the County of Sussex. 


W. H. Salkield, General 
Manager of the Sierra Leone 
Government Railway, has been 
appointed by the Council of the 
Institute of Transport to be Hon- 
orary Corresponding Member of 
the Institute for Sierra Leone. 


Mr. 


Mr. H. A. A. Hicks, after 48 
years’ service with the company, 
retired from the position of Secre- 
tary to the Leopoldina Railway 
Co. Ltd. on January 31. Mr. 
l. H. G. Gilbert, C.A., has been 
appointed to succeed him. 


At a meeting of the Irish Rail- 
way Clearing House Committee in 
Dublin on January 31, Mr. A. P. 
Reynolds, Chairman of the Irish 
Transport Company, was _ re- 
elected Chairman of the committee 
for 1946. 


Mr. J. S. Wills 
pointed Chairman 
Omnibus Services 
place of Mr. R. J. 
retains his seat on 


has been ap- Photo 
or m &. §. 
Limited, in 
Howley, who 

the board. 


INDIAN RAILWAY STAFF CHANGES 

Khan Bahadur F. M. Khan, Officiating 
Divisional Superintendent, Rawalpindi, 
N.W.R., has been appointed to officiate 
as Director, Traffic, Railway Board. 

Mr. A. C. Chatterjee, O.B.E., Deputy 
Chief Operating Superintendent, N.W.R., 
has been appointed to succeed Khan 
Bahadur F. M. Khan as Divisional Super- 
intendent, Rawalpindi. 

Mr. G. C. Trehan, Divisional Superin- 
tendent, Ferozepur, N.W.R., has been ap- 
pointed to Headquarters Office as Deputy 
Chief Engineer (Surveys & Construction). 

Mr. W. Strang, Divisional Personnel 
Officer, Rawalpindi, N.W.R., has been ap- 
pointed to succeed Mr. G. C. Trehan as 
Divisional Superintendent, Ferozepur. 

Mr. H. M. Jagtiani, on return from 
leave, has been appointed to officiate as 
sr Chief Operating Superintendent, 


Mr. H. M. Walker, Superintendent, 
Mechanical Workshops, N.W.R., has been 
appointed to officiate as Chief Mechanical 
Engineer, 


Lt.-Colonel H. Bonham-Carter, who, as 
recorded in our December 21 issue, died 
on December 11 last, was Secretary of the 
Madras & Southern Mahratta Railway Co. 
Ltd. from 1909 to 1925, and then a Direc- 
tor until the working of the system was 
taken over by the Government of India in 
1944; he was Deputy-Chairman from 1930 
to 1939. He was born on April 20, 1863, 
and was educated at Winchester College 
and the Royal Military Academy, Wool- 


The late Lt.-Colonel H. Bonham-Carter 


Secretary, Madras & Southern Mahratta Rai!way 


Co. Ltd., 1909-25 ; Director, 1925-44 ; 
Deputy-Chairman, 1930-39 


wich. He was commissioned in July, 
1883, and joined the Royal Engineers. He 
saw service with the Sudan Expedition, 
1885, at Suakin (Medal with Clasp, Bronze 
Star), and with the Burmese Expedition, 
1886-88 (Medal with Clasp). Colonel 
Bonham-Carter joined the Government of 
India, Public Works Department, in De- 
cember, 1888, and held various posts with 
the State Railways until May, 1901, when 
he became Agent of the old Madras Rail- 
way, a post he held until 1908. From 
July, 1909, until April, 1925, he was Secre- 
tary of the Madras & Southern Mahratta 
Railway Co. Ltd., in London. During the 
war of 1914-18, he was appointed Director 
of Rail Transport at York on August 7, 
1914, and later was in charge of the light- 
ing on the railways. In April, 1925, he 
was appointed a Director of the Madras 
& Southern Mahratta Railway Co. Ltd., 
and in October, 1930, became Deputy- 
Chairman. In July, 1939, he retired from 
the Deputy-Chairmanship, but he remained 
a Director until the winding-up of the com- 
pany on March 31, 1944. In April, 1918, 
Colonel Bonham-Carter had joined the 


Madras Railway Annuities as Trustee; in 
July, 1926, he became Deputy-Chairman, 
and in October, 1927, Chairman, which 
position he held until the date of his death. 

—H. B. CHANCELLOR, 


CANADIAN PaciFIC RAILWAY 
Mr. E. D. Cotterell, since September, 
1944, Vice-President & General Manager 
of Eastern Lines for the Canadian Pacific 
Railway, has been given added duties of 
an executive kind in that territory. 
To free him for those duties, Mr. 
Cotterell relinquishes the position 
of General Manager; and Mr. N. 
R. Crump, Assistant General 
Manager, succeeds him as General 
Manager, Eastern Lines. 


Sir Samuel Strang Steel has 
been appointed an Ordinary Direc- 
tor of the Bank of Scotland. He 
is a Director of the London & 


North Eastern Railway Company. 


Mr. John Roberts, Managing 
Director of National Railways 
Munitions Limited (operated by 
Canadian National Railways), has 
retired. Mr. Roberts, who had 
been Chief of Motive Power & 
Car Equipment, Canadian National 
Railways, played a prominent part 
in the designing of the company’s 
locomotive shop, foundry and 
power house at Montreal, and the 
designing of the well-known 
Streamline “6400” class locomo- 
tives and the “ 6200 ” class engines. 
Mr. Roberts assumed direction of 
the National Railways Munitions 
Limited plant at Montreal during 
the war. He is on the advisory 
committee of the Locomotive 
Maintenance Officers’ Association; 
a member of the American Society 
of Mechanical Engineers; and a 
Past-President of the Canadian 
Railway Club. 

Major L. D. Johnson, R.E., Indian 
Command, has been promoted Lt.- 
Colonel, in command of H.Q. No. 8 
Indian Railway Operating Group. 
Before joining H.M. Forces, he was 
a member of the staff of the Super- 
intendent (Southern Area), L.N.E.R. 


!Lenare 


Mr. W. H. Roberts, F.S.I., who, as re- 
corded in our January 4 issue, has retired 
from the position of Estate Manager, 
L.M.S.R., entered L.N.W.R. service in 
April, 1898, and, after gaining experience 
in various branches of the work of the 
Estate Department at Euston, was ap- 
pointed, in January, 1913, Surveyor deal- 
ing with land agency, town planning and 
other specialised subjects. After the 
amalgamation, he was appointed General 
Assistant to the Land & Estate Agent, 
L.M.S.R., in December, 1924. Mr. 
Roberts afterwards became Assistant to 
Land & Estate Agent, with effect from 
January 1, 1929, and two years later was 
made Assistant Land & Estate Agent, 
Euston. He was appointed © Estate 
Manager, L.M.S.R., as from December 1, 
1942. In addition to his other responsi- 
bilities Mr. Roberts acted as Estate Agent 
to the Cheshire Lines Committee and the 
Somerset & Dorset (Southern Railway and 
L.M.S.R.) Joint Committee, respectively, 
and he was also Estate Manager of Line- 
side Estates Limited. During his term of 
office Mr. Roberts represented the 
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Mr. W. H. Roberts 


Estate Manager, L.M.S.R., 
1942-45 
L.M.S.R. on the Surveyors’ Committee, 


Railway Executive Committee, and he was 
Chairman of the Railway Estate Agents’ 
Conference for 1945. He has been a 
Fellow of the Chartered Surveyors’ Insti- 
tution since April, 1925. During his rail- 
way career Mr. Roberts served under four 
successive chiefs of his department, be- 
fore taking charge of the department 
himself. 


Mr. G. Crabtree, Chief Freight Trains 
Clerk & Chief Controller, Superintendent’s 
Office & Locomotive Running Superinten- 
dent’s Office, Edinburgh, L.N.E.R., who 
has been filling temporarily the post of 
Trains Assistant to the Superintendent & 
Locomotive Running Superintendent, 
Scottish Area, as recorded in our Decem- 


ber 21, 1945, issue, has been confirmed 
in the latter position on a_ permanent 
basis, as from November 1 last. Mr. 


Crabtree entered the company’s service in 
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Mr. G. Crabtree 


Appointed Trains Assistant to Superintendent 
& Locomotive Running Superintendent, 
Scottish Area, L.N.E.R. 


1925 as junior clerk in the York District 
Superintendent’s Office. He obtained a 
traffic apprenticeship in 1932, and had 
three years’ training in the Southern Area. 
After a period in the Superintendent’s 
Office at Liverpool Street, and afterwards 
acting as Assistant Yardmaster at Colwick, 
he was appointed to the Programme Sec- 
tion of the Superintendent’s Office at York 
in 1938. He acted as East Coast Inspector 
for a short period in 1940, and in Febru- 


ary, 1941, was appointed Chief Trains 
Clerk & Chief Controller, DS. & 
D.L.R.S.O., Newcastle. He returned to 


York in February, 1943, to act as Senior 
Freight Trains Clerk, S.O. & L.R.S.O., 
and was appointed Chief Freight Trains 
Clerk & Chief Controller, S.O. & 
L.R.S.O., Edinburgh, in February, 1944. 
As from July 2, 1945, Mr. Crabtree took 
over the duties of Trains Assistant to 
the Superintendent & Locomotive Run- 
ning Superintendent, Scottish Area. 





Mr. H. A. A. Hicks 


Secretary, Leopoldina Railway Co. Ltd., 
1930-46 


Mr. P. A. Foley 


District Traffic Superintendent, 
G.N.R. (Ireland), 1940-45 


Dublin, 
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Mr. S. L. Furnivall 


Appointed Central Divisional 
Southern Railway 


Enginee: 


Mr. S. L. Furnivall, M.M., M.Inst.C.E., 
A.M.Inst.T., Assistant London Wes 
Divisional Engineer, Southern Railway 


who, as recorded in our January 4 issue, 
has been appointed Central Divisional 
Engineer, was educated at Rutlish School 
and joined the Engineer’s Department of 
the L.S.W.R. as an apprentice in 1908 
After experience in various workshops and 
the Bridge Section, he was transferred to 
the Chief Engineer’s Office at Waterloo, 
and, on the outbreak of war in 1914, 
joined the Royal Field Artillery, Territorial 


Army. While with the 47th London 
Division on the Somme in 1916 he was 
awarded the Military Medal. Later he 


was transferred to the Royal Engineers 
(Railways Construction), and was engaged 
on the reinstatement of demolished lines 
and bridges and the construction of lines 
and bridges, on the staff of No. 4 Railways 
Construction Engineer. He returned to 
L.S.W.R. service in 1919, and was ap 





Dats 2s de Cawe 


Appointed District. Traffic Superintendent, 
Dublin, G.N.R. (Ireland) 
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pointed an Engineering Assistant under the 
late Mr. A. W. Szlumper, then Chief Engi- 
neer. Later he was transferred to the Per- 
manent Way Department, of which he was 
Acting Chief Assistant at the time of the 
amalgamation. In 1935 he was appointed 
Permanent Way Assistant to Mr. G. Ell- 
son, then Chief Engineer. On the re- 
organisation of the Chief Civil Engineer's 
Office in 1944, he was transferred to the 
London West Division as_ Assistant 
Divisional Engineer, and was engaged on 
general divisional work, including the re- 
pair of damage caused by enemy action. 
During Mr. Furnivall’s career he was re- 
sponsible to the Chief Engineer for the re- 
modelling, setting out and manufacture of 
the permanent-way connections at all the 
Southern Railway London _ terminal 
stations; and the design of all switches, 
crossings and layouts was carried out in 
the drawing office under his supervision. 
He is a Fellow of the Permanent Way In- 
stitution, of which he was Chairman of 
the London Section for 1943 and 1944; he 
was also Chairman of the Diamond Jubilee 
Committee appointed by the Institution in 
1944, and is Chairman of the Southamp- 
ton Section for 1946. 


Mr. H. A. A. Hicks, who, as recorded 
on page 175, has retired from the Secre- 
taryship of the Leopoldina Railway Co. 
Ltd.. joined that company at the age of 
23 in March, 1898, as Chief Assistant to 
Mr. J. H. Drury, then Secretary. Mr. 
Hicks succeeded him as Secretary in June, 
1930, which post he has held until his re- 
tirement on January 31 last. He visited 
Rio de Janeiro in 1930 on the company’s 
business. The Leopoldina Railway has a 
total of 1.918 miles of metre-gauge track. 
The number of locomotives is 322, exclu- 
sive of 25 2-8-2 engines recently ordered 
in England and the U.S.A., of which eight 
have been delivered (see also illustrated 
article on page 173 of this issue). The rail- 
way also owns 442 passenger coaches; 
3,095 goods and livestock wagons; and 76 
service vehicles. For 1944 the company’s 
gross receipts amounted to £2,501,154, and 
its working expenses to £2,238,498. 


Mr. P. A. Foley, who, as recorded in 
our January 4 issue, retired on Decem- 
ber 31 last from the position of District 
Traffic Superintendent, Dublin, Great 
Northern Railway (Ireland), joined the 
G.N.R. in 1895, and, after varied experi- 


ence, became Assistant Trains Clerk. 
Office of the Superintendent of the 
Line, Dublin. He was appointed 
Chief Clerk to the District Superin- 
tendent, Dublin, on the — re-organi- 


sation of the Traffic Department in 1926. 
Mr. Foley acted on the Transport Com- 
mittee of the Eucharistic Congress held in 
Dublin in 1932. After being engaged in 
Belfast on the co-ordination of rail and 
bus services later in the same year, he was 
appointed Goods Superintendent, Sheriff 
Street, Dublin, from the beginning of 
1933. He remained at Sheriff Street until 
his appointment in 1940 to the position 


from which he has now retired. During 
his career he has served under seven 
Chairmen and five General Managers. 


During the recent war Mr. Foley acted as 
a Railway Military Liaison Officer; he was 
gazetted a Major in the Eire Army, and 
he was instrumental in the formation of 
the Amiens Street (Railway) Local Security 
Force Group, of which he became Group 
Leader. Since his retirement, Mr. Foley 
has been appointed by the Minister for 
Industry & Commerce, Eire, to be a mem- 
ber of the Transport Advisory Committee. 
under the Transport Act, 1944. 
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Mr. T. J. Carton, Acting Operating 
Assistant to the Traffic Manager, Great 
Northern Railway (Ireland), who, as re- 
corded in our January 4 issue, has been 
appointed District Traffic Superintendent, 
Dublin, entered G.N.R. service in 1914, 
and gained extensive experience at various 
stations in Eire and Northern Ireland 
before being transferred to the Traffic 
Manager’s Office, Belfast, in March, 1931. 
He became a Commercial Representative 
for the Dublin area in November of the 
same year, and in 1937 was made Coach- 
ing Agent at Amiens Street Station, 
Dublin. In July, 1940, he assumed the 
additional responsibilities of Goods Agent 
for the ccmpany’s Sheriff Street Goods 
Depot, and he occupied the dual position 
until his appointment as Acting Operating 
Assistant to the Traffic Manager in July. 
1944. 

BRITISH INSULATED CALLENDER’S CABLES 

LIMITED 

British Insulated Callender’s Cables 
Limited announces that Mr. P. V. Hunter and 
Mr. D. W. Aldridge, who, consequent on the 
merger between British Insulated Cables 
Limited and Callender’s Cable & Construc- 
tion Co. Ltd., were appointed to the board of 
the new company, have been appointed, 
respectively, Engineer-in-Chief (the executive 
officer responsible for the administration of 
all engineering activities of the company), and 
Manager (Production) (responsible for the 
administration of all production matters in 
the company’s factories). Mr. Aldridge also 
will deputise for Mr. Hunter in his absence. 


\ presentation was made recently by 


the staff of the Engineer’s Office and 
members of his department to Mr, R. 
Peters. Disirict Engineer, Edinburgh, 
L.N.E.R., who, as recorded in our 
December 21 issue, has retired. He com- 
menced his engineering training in 1904 


as an apprenticed pupil to the Engineer, 
North Eastern Railway, York, and in 
1906 was appointed an Assistant in the 
Engineer's Office, Metropolitan District 
Railway. He returned to a similar posi- 
tion in the Engineers Head Office, 
N.E.R., in 1907, and three years later was 
appointed Assistant District Engineer, 
Darlington. He became District Engi- 
neer, Aberdeen, in 1926, and _ District 
Engineer, Edinburgh, in 1929. Mr. 
Peters served in France from 1916 to 
1919 as a Captain, R.E. 

Mr. J. W. Barr, Acting Assistant Passen- 
ger Manager (Scottish Area) L.N.E.R.., 
who, as recorded in our November 23, 
1945, issue, has been appointed Assistant 
Passenger Manager (Scottish Area), entered 
the service of the N.E.R. (Passenger De- 
partment) at Beverley in 1911. He served 
during the war of 1914-18 in the East Rid- 
ing of Yorkshire Yeomanry. In 1920, after 
return to the N.E.R., he was transferred to 
the Operating Department, and entered the 
District Superintendent’s Office, Hull. He 
went to the District Superintendent’s Office, 
Sunderland, in 1923, Yardmaster’s Office, 
Dunston, in 1924, Goods Agent’s Office, 
Newcastle Forth, in 1929, and to the Super- 
intendent’s Office, York, in 1932. He went 
to the District Superintendent’s Office, 
Newcastle, in 1933, and became Chief Staff 
Clerk in 1935. In 1937 Mr. Barr trans- 
ferred to the Superintendent's Office, Edin- 
burgh, and became Chief Staff Clerk of 
the Joint Staff Section in 1938. In 1941 
he was appointed Assistant Traffic Superin- 


tendent, Aberdeen. and in 1944, Acting 
Assistant District Superintendent, Kings 
Cross. In January, 1945, Mr. Barr became 
Acting Assistant Passenger Manager. 


(Scottish Area). 
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The Governor-General of the Sudan has 
approved the appointment of Mr. R. H. 
Robertson, at present Deputy General 
Manager, to succeed Mr. C. R. Williams, 
C.B.E., as General Manager of the Sudan 
Railways when the. latter retires this year. 


Mr. J. R. Farquharson, Chief Engineer. 
Tanganyika Government Railways. has 
been appointed General Manager, in suc- 
cession to Mr. A. E. Hamp. C.M.G.., 
C.B.E., who is retiring. 


L.N.E.R. APPOINTMENTS 

In connection with the re-organisation 
of the Continental Traffic Manager’s De- 
partment to meet post-war needs, Mr. C. 
Keep, Assistant Marine Superintendent 
(Harwich Services), has been appointed 
Traffic Assistant to the Continental Traffic 
Manager, and Mr. E. W. Stewart, a former 
member of the Continental Traffic 
Manager’s Department, who during the 
war years has been attached to the Chief 
Accountant’s Department as a_ Special 
Auditor, has become Commercial Assis- 
tant to the Continental Traffic Manager. 

Mr. J. Ratter, Assistant District Engi- 
neer, Sheffield, has been appointed District 


Engineer, Guide Bridge. Since the retire- 
ment of Mr. E. A. Lees on March 31, 


1944, the latter post has not, until now, 
been filled on a permanent basis. Mr. 
Ratter, however, will meantime be carry- 
ing out special duties in the Office of the 
Engineer (London), and-Mr. C. B. Glenesk. 
who for some time has been Acting Dis- 
trict Engineer, Guide Bridge. will continue 
in that capacity. 

Consequent on the revision of the or- 
ganisation of the headquarters office of 
the Estate Surveyor’s Department, Southern 
Area, Mr. A. P. Howard, Estate Surveyor’s 
Office, Liverpool Street. has been ap- 
pointed Head of the Headquarters Tech- 


nical Section, Estate Surveyor’s Office, 
Liverpool Street. 
Mr. W. Charlton, Divisional Police 


Superintendent, Edinburgh, has been ap- 


pointed Assistant Chief of Police, North 
Eastern & Scottish Areas, with head 
quarters at Edinburgh. 

Mr. H. F. Smart, Assistant District 


Superintendent, Burntisland (Acting Assis- 
tant District Superintendent, Glasgow), has 
been appointed on a permanent basis as 
Assistant District Superintendent, Glasgow, 
in succession to Mr. J. W. Barr, recently 
appointed Assistant Passenger Manager. 
Scottish Area. 

Consequent on a re-organisation in the 
Scottish Area, Mr. H. R. Statham, District 
Goods Manager, Leeds, has been ap- 
pointed District Goods & Passenger 
Manager. Glasgow, and Mr. A. Paterson. 
Assistant to Goods Manager, Scottish Area 
(Acting Assistant Goods Manager, Scottish 
Area) has been appointed Assistant Dis- 


trict Goods & Passenger Manager. 
Glasgow. 
Mr. E. Golightly. District Docks 


Machinery Engineer, Grimsby & Imming- 
ham, who also acted as Deputy Docks 
Machinery Engineer, has retired from the 
service. In consequence, it has been de- 
cided to make a separate appointment as 
Assistant Docks Machinery Engineer, and 
Mr. S. C. Fossett, Carriage & Wagon 
Works Manager, Stratford (Acting Super- 
intendent, Dukinfield Factory) has been 
appointed to the position. The separate 
post of District Docks Machinery Engi- 


neer, Grimsby & Immingham. has been 
filled by Mr. J. Athey. 
Dr. J. Sharp Grant, Assistant Medical 


Officer, Southern Area, has been appointed 
Medical Officer, Southern Area, in suc- 
cession to Dr. C. G. MacMahon. who re- 
tired at the end of 1945. 








‘ Parliamentary Notes 
L.M.S.R. Bill 
The London Midland & Scottish Rail- 
way Bill was read the second time in the 
House of Lords on January 30 and re- 
ferred to the examiners. 


Questions in Parliament 
L.M.S.R. and £5 Notes 

Mr. W. McAdam (Salford North—Lab.) 
on January 28 asked the Minister of War 
Transport why the L.M.S.R. had refused 
to accept Bank of England £§ notes in 
exchange for railway tickets. 

Mr. Alfred Barnes in a writtei answer 
stated: The instructions issued to railway 
staffs on the subject are to the effect that 
unless there is reason to doubt their 
genuineness, or the change required is not 
available, or is appreciably in excess of 
£1, £5 notes tendered in payment of fares 
or carriage charges may be accepted. As 
Mr. McAdam will be aware, the Bank of 
England £5 note is legal tender in payment 
only of an amount of £5 or over, and 
change cannot be demanded as a matter 
of right if it is tendered for payment of 
a smaller sum. 

Cheap Fares on Railways 

Mr. Edward Davies (Burslem—Lab.) on 
January 28 asked the Minister of War 
Transport if he had now reviewed the 
question of cheap fares on the railways; 
and whether it was his intention to restore 
those facilities in the near future. 

Mr. Alfred Barnes stated in a written 
answer: I do not consider that conditions 
on the railways are such that the time 
is ripe to restore these facilities. I pro- 
pose to review the question again at Easter 
time. 

Railway Accidents 

Mr. E. Popplewell (Newcastle-upon- 
Tyne West—Lab.) on January 28 asked 
the Minister of War Transport how many 
railway accidents in the last ten years had 
been found to have been to any extent 
due to the driver of the train having taken 
a large amount of drink; and how many 
complaints the railway companies had had 
on that point during the same period. 

Mr. Alfred Barnes in a written answer 
stated: I am making inquiries and will 
let Mr. Popplewell know the result. 


Euston-Aberdeen Night Service 

Colonel C. N. Thornton-Kemsley (Kin- 
cardine & Western—C.) on January 29 
asked the Minister of War Transport if 
he was yet in a position to restore the 
through night service from Euston to 
Aberdeen; and from Aberdeen to Euston. 

Mr. Alfred Barnes (Minister of War 
Transport) stated in a written answer: 
I regret that, owing to the heavy traffics 
being carried on the London Midland & 
Scottish Railway main lines, it is not yet 
practicable to provide a through service 
between Euston and Aberdeen, which is 
being served by the London & North 
Eastern Railway. 
C.M.E. Travelling Conditions 

Mr. D. L. Lipson (Cheltenham—Ind.) 
on January 29 asked the Secretary of State 
for War why troops of the 14th Com- 
pany, R.A.S.C., travelling in December 
from Novara to Vienna, had been con- 
veyed in horse boxes without heating and 
light, although the weather was freezing, 
with only two meals on a 40-hour journey, 
in consequence of which several men had 
had to be taken to hospital suffering from 
exposure; what action had been taken 
against those responsible: and if he would 
give an assurance that proper travelling 
arrangements would be made for troops 
in future. 

Mr. J. J. Lawson (Secretary of State for 
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War) in a written answer stated: It is 
occasionally necessary to use box cars for 
the movement of troops owing to the 
shortage of coaching stock. As, however, 
the coaching stock position is now improv- 
ing, it is intended for the remainder of 
the winter months to provide coaching 


stock for all personnel movement in 
C.M.F. On the particular occasion re- 
ferred to adequate arrangements were 


made for meal halts during the journey, 
but the train was delayed by a breakdown. 
Reserve rations are, however, carried on 
the train to meet emergencies of this kind. 
Il am informed that no personnel from 
the R.A.S.C. company mentioned were 
admitted to hospital as a result of the ill 
effects caused by this journey. I do not 
consider that any further action is called 
for so far as this incident is concerned, 
but I can assure Mr. Lipson that ener- 
getic steps are being taken to improve 
travelling conditions on the Continent 
whenever possible. 


Release of Railwaymen 

Mr. Percy Morris (Swansea West—Lab.) 
on January 31 asked the Minister of 
Labour & National Service what propor- 
tion of clerical and administrative staff was 
included in the recent release of 5,000 
railwaymen from His Majesty’s Forces: 
and, in view of the heavy incidence of 
sickness and holiday arrears due to war 
conditions, especially on the Southern 
Railway, if he would take immediate 
steps to afford some immediate relief by 
releasing additional staff in the grades 
mentioned. 

Mr. George Isaacs (Minister of Labour 
& National Service) in a written answer 
stated: The bulk release of railwaymen in 
class B is confined to the operating grades 
and I should not at present feel justified 
in extending these arrangements to clerical 
and administrative staff. If any particular 
man is considered to be a key specialist 
it is open to the employer to apply for his 
release as such. 


Rail Transport for Feeding Stuffs 

Commander J. F. W. Maitland (Horn- 
castle—C.) on January 31 asked the Mini- 
ster of War Transport whether, in view of 
the importance of animal feeding stuffs 
which were urgently required to increase 
milk supply, he was aware that there had 
been: difficulty in the Boston area of 
Lincolnshire, details of which had been 
sent to him, in obtaining transport by 
rail for this commodity, particularly in 
cases where it had been dispatched from 
Hull or Selby; and whether he would give 
an assurance that now that the war was 
over there would be no further embargoes 
on the transport by rail of animal feed- 
ing stuffs. 

Mr. Alfred Barnes stated in a written 
answer: I regret that owing to severe con- 
gestion it has been necessary in recent 
months for the London & North Eastern 
Railway to impose restrictions on accep- 
tance of traffic (including animal feeding 
stuffs) for conveyance to stations south 
of Doncaster. During the past fortnight, 
1 am informed, there has been an im- 
provement in the traffic position and the 
restrictions have been removed. I can 
assure Commander Maitland that the im- 
portance of animal feeding stuffs is fully 
realised and that every effort will be made 
to transport it. 


Transport Priority 
ponents 
Squadron-Leader Sir Gifford Fox (Hen- 

ley—C.) on February 4 asked the Minister 

of War Transport what arrangements were 
in operation to ensure that goods required 
for housing sites received due priority in 


for Housing Com- 
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transit; and when he expected that ; 
would be possible to re-instate the Bly 
Arrow setvice. 

Mr. Alfred Barnes: Instructions hay 
been given that goods required for housing 
sites shall be accorded a high degree 9 
priority in transit both by road and ty 
rail. The Blue Arrow service was q 
special facility provided for goods sent by 
passenger train. I regret that it is jp. 
practicable in present conditions to fe. 
instate the service. 

Sir G. Fox: Is the Minister able to give 
any indication whether, and, if so, when, 
he will be able to re-instate the Bly 
Arrow service this year? 

Mr. Barnes: I cannot state specifically 
whether it will be inaugurated this year, 
but this and other restoration of services 
are under consideration from time to time 
by the Railway Executive. 

Mrs. Leah Manning (Epping—Lab): 
Before the Minister considers the question 
of services. of this kind, will he do some- 
thing to “ buck up ” our ordinary services 
in this country? 

There was no reply. 


Goods Train Divisions 

Mr. J. A. Sparks (Acton—Lab.) on 
February 4 asked the Minister of War 
Transport if he would state the number 
of railway goods trains of non-vacuum- 
fitted stock which had become divided 
en route during 1945; and the extent of 
any casualties direct or indirect arising 
therefrom. 

Mr. Alfred Barnes: 
divisicns in 1945, which involved more 
than three hours delay to traffic, but 
none resulted in serious casualty. 

Mr. Sparks: Will the Minister consider 
the possibility of extending vacuum-fitted 


There were 33 such 


stock, especially for long-distance food 
traffic? 
Mr. Barnes: Yes, Sir. 


L.N.E.R. Suburban Service 

Mrs. Leah Manning (Epping—Lab.) on 
February 4 asked the Minister of War 
Transport if he was aware of the dis- 
satisfaction felt by people living in Ching- 
ford, Theydon Bois, Epping, Royden and 
Harlow with the poor facilities provided 
by the L.N.E.R. from Liverpool Street to 
those places, with the unpunctuality and 
unreliability of the services, the decrepi- 
tude of the rolling stock, the dirty condi- 
tion of the carriages and the failure of 
advertised connections to wait for trains, 
especially at Broxbourne, and what steps 
he proposed to take with the L.N.ER. 
to remedy matters. 

Mr. Alfred Barnes stated in a written 
answer: I am aware of the unsatisfactory 
state of certain of the London & North 
Eastern Railway suburban services, and 
have considered with the company what 
remedial measures it is possible to take. 
Many causes contribute to the difficulties 
under which the company is labouring. 
Meanwhile I am assured that everything 
possible is being done to remedy the ad- 
mitted shortcomings. 


Rolling Stock Sent to Europe 

Mr. George Wallace (Chislehurst—Lab.) 
on February 4 asked the Minister of War 
Transport if he would state, to the nearest 
convenient date, the amount of railway 
rolling stock which had been sent from 
Great Britain to Europe since VE-Day. 

Mr. Alfred Barnes stated in a written 
answer: In order to facilitate leave travel 
after VE-Day, 140 railway coaching 
vehicles were lent to the War Office, but 
have since been returned to this country. 
In addition, 2,000 railway-owned coal 
wagons were sold and delivered to the 
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Belgian railways. I am making inquiries 
4s to the amount of rolling stock manufac- 
tured in this country for export which has 
been shipped to Europe, and will com- 
municate with Mr. Wallace. 


Through Train Service Between South 

Wales and N.E. Coast 

Mr. David Jones (The Hartlepools— 
Lab.) on February 4 asked the Minister 
of War Transport whether he would give 
consideration to the restoration of a 
through train service between South Wales 
and the North East Coast to facilitate 
travel between those two areas. 

Mr. Alfred Barnes in a written answer 
stated: It is intended to institute a through 
service between South Wales and the 
North East Coast as soon as practicable, 
but considerable alterations to other im- 
poriant services will be involved. 


Edinburgh-West of England Through 

Service 

Mr. E. G. Willis (Edinburgh North— 
Lab.) on February 4 asked the Minister 
of War Transport if he would arrange 
for re-introduction of the through railway 
services operating before the war from 
Edinburgh te the West of England via 
Carstairs. 

Mr. Alfred Barnes in a written answer 
stated: Before the war there were no 
through coaches between Edinburgh and 
the West of England via Carstairs. 
Through coaches were, however, provided 
between Glasgow and Plymouth and Pen- 
zance, and passengers from Edinburgh 
could join at Carstairs. I regret that it 
is not possible to  re-introduce these 
through facilities at present, but the matter 
will be reconsidered as soon as conditions 
improve. 


Station Loudspeakers 

Mr. E. G. Willis (Edinburgh North- 
Lab.) on February 4 asked the Minister 
of War Transport if, in view of the large 
number of passengers changing at Car- 
stairs Station, he would arrange for the 
installation of loudspeaker announcing 
equipment. 

Mr. Alfred Barnes in a written answer 
stated: The number of stations equipped 
with loudspeakers is being increased as 
rapidly as possible. I am advised that 
there are many other stations which rank 
for consideration before Carstairs, where 
the station consists of a single island 
platform and the transfer of passengers 
is a simple operation. 


London-Cambridge Train 

Mr. Wilson Harris (Cambridge Uni- 
versity—Ind.) on February 4 asked the 
Minister of War Transport when the 4.32 
p.m. train from Liverpool Street to Cam- 
bridge last reached Cambridge on time. 

Mr. Alfred Barnes stated in a written 
answer: This train has not arrived at Cam- 
bridge on time during recent months. In 
January the minimum delay was 6 minutes. 


Railway Accidents 

Mr. J. A. Sparks (Acton—Lab.) on 
February 4 asked the Minister of War 
Transport if he would make a statement 
on railway accidents arising during the 
past six months; how many of those had 
been caused by failure of the human ele- 
ment, by technical irregularities or faults, 
or from other causes, respectively. 

Mr. Alfred Barnes in a written answer 
Stated: I would refer Mr. Sparks to my 
answer to a similar question by Mr. E. 
Davies (Enfield—Lab.) on January 23. 
The provisional figures for causation of 
ttain accidents for the six months ended 
December 31, 1945, show that, of a total 
of 208 accidents which involved more than 
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three hours delay, 71 were due to failure 
of the human element, 90 to defective 
apparatus and rolling stock and 47 to 
other causes. Serious casualty occurred 
only in 13 out of this total of 208 cases. 


Train Staffs Reliefs 

Lieutenant W. Shepherd (Bucklow—C.) 
on February 11 asked the Minister of 
War Transport if he would state the num- 
ber of train-men who had left trains on 
running lines during the past 12 months. 

Mr. Alfred Barnes: The information 
which the hon. and gallant Member is 
understood to require is, for the 12 months 
ended January 31, 1946, as follows:— 

Drivers, 195; Firemen, 276; Guards, 526; 
Total, 997. 

Lieutenant Shepherd: In view of the 
disastrous effect which this has on the 
railway service, will the Minister tell us 
what steps he is taking to ensure that it 


will not be repeated in the following 
year? 
Mr. Barnes: I would remind the hon. 


Gentleman that the responsibility for these 
matters rests fairly and squarely on the 
shoulders of the management of the rail- 
way companies and that the railway com- 
panies take disciplinary action in cases of 
this description. 

Mr. E. Popplewell (Newcastle-on-Tyne 
W.—Lab.): Is it not a fact that before 
men leave their trains in this way they 
have worked a lot of overtime? Is it not 
also a fact that, so far as train-men gener- 
ally are concerned, they have done a really 
magnificent job of work during the war? 

Mr. Barnes: I think everyone is only 
too anxious to acknowledge the magnifi- 
cent service which railwaymen have ren- 
dered during the war, but that does not 
justify any individual railwayman leaving 
his duty under present conditions. 


Road and Rail Charges 

Mr. Edgar Granville (Eye—Lib.) on 
January 28 asked the Minister of War 
Transport if he would consider a revision 
of the disproportionate charge of a single 
railway or bus fare as against the reduced 
charge for a return ticket and institute an 
equal unit charge for each single or 
double journey. 

_Mr. Alfred Barnes wrote in reply: No, 


ir. 

Mr. Edward Davies (Burslem—Lab.) on 
January 28 asked the Minister of War 
Transport whether he would issue a report 
to the House showing what steps had been 
taken to date and what progress made to 
correlate rail and road freight and passen- 
ger rates and charges. 

Mr. Alfred Barnes in a written answer 
stated: Hitherto the question of transport 
charges has been dominated by the neces- 
sities of a wartime economy, and I do 
not think that any useful purpose would 
be served at present by the issue of such 
a statement as Mr. Davies suggests. 


Passenger Transport Priorities 

Major S. T. Haughton (Antrim—C.) on 
February 4 asked the Minister of War 
Transport when it was proposed to abolish 
the system of giving priority to certain 
Government officials in the booking of 
sleeping berths on boats and trains and 
seats in aeroplanes; what classes of 
Government officials and others were still 
so privileged; and what proportion of all 
available berths and seats were reserved 
for priority passengers. 

Mr. Alfred Barnes in a written answer 
stated: About 35 per cent. of all first class 
and 14 per cent. of all third class sleeping 
berths on the railways are now reserved 
for Members of Parliament travelling be- 
tween London and their constituencies or 
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elsewhere on the business of the House, 
and persons travelling on urgent business 
of national importance where the journey 
must be made at night and is sponsored 
by the Government department concerned. 
Only a small proportion of priority berths 
is in fact allocated to Government officials, 
and only senior officials are eligible for 
them. Apart from an arrangement where- 
by Members of Parliament travelling be- 
tween London and their constituencies in 
Northern Ireland ‘have first claim on two 
cabins each night on the Belfast-Heysham 
route, there is no priority scheme for the 
reservation of berths gn the steamship 
services to Ireland and the Continent. As 
regards the allocation of seats in aircraft, 
I would refer Major Haughton to the 
Minister of Civil.Aviation (Lord Winster). 


London Passenger Transport Board 

Mr. F. Longden (Birmingham, Deritend 
—Lab.) on January 28 asked the Minister 
of War Transport if he would state what 
progress had been made by the L.P.T.B. 
by giving data to illustrate the differences 
in the year 1932 as against 1939, in matters 
of stock values; returns to stockholders; 
costs of administration; fares; salaries and 
wages; and numbers of rail and road 
vehicles respectively. 

Mr. Alfred Barnes stated in a written 
answer: Mr. Longden will find most of the 
information he seeks in the reports of the 
L.P.T.B. which are laid before the House. 
These reports are kept in the House of 
Commons library and contain a compre- 
hensive review of the Board’s progress 
under the various heads, including those 
mentioned in the question.. The values of 
the Board’s stocks are influenced by many 
factors outside the control of the Board, 
and the course of the Stock Exchange quo- 
tations are recorded in the financial press. 


L.P.T.B. Staff 

Squadron-Leader Sir Gifford Fox (Hen- 
ley—C.) on January 28 asked the Minister 
of War Transport whether, in view of the 
unhelpful and discourteous attitude of 
many employees, including regulators of 
the L.P.T.B., he would suggest to the 
Board that regulators and _ inspectors 
should wear numbers to assist the travelling 
public to identify them. 

Mr. Alfred Barnes (Minister of War 
Transport): As I have stated in answer to 
a previous question, I cannot accept the 
implication in the first part of the ques- 
tion, though I am aware that there is some 
cause for complaint. The Board assures 
me that it can readily identify a regulator 
or inspector if the time and place of any 
incident is given. It is unnecessary, there- 
fore, for them to wear numbers. 

Sir G. Fox: Is the Minister aware that 
these regulators and inspectors do not 
assert their authority at all; that they are 
terrified of the ordinary bus conductors or 
conductresses; that they do not help the 
general public; and cannot even say 
“ Boo” to a goose? 

Mr. Barnes: I can hardly square the 
fact that they cannot say “Boo” to a 
goose with the allegation that they 
terrorise other sections of the community. 


Green Line Services to Romford 

Mr. Thomas Macpherson (Romford— 
Lab.) on January 28 asked the Minister 
of War Transport if, in view of the con- 
tinued overcrowded state of the L.N.E.R.., 
suburban services, he would make arrange- 
ments to restore the Green Line bus ser- 
vices between Romford and London. 

Mr. Alfred Barnes in a written answer 
stated: The London Passenger Transport 
Board intends to restart a Green Line ser- 
vice between Romford and London early 
in March. 
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Sir Alexander Butterworth 


An appreciation from 
Sir Ralph Wedgwood 


The death of Sir Alexander Kaye Butter- 
worth at the ripe age of 91 may mean little 
to the railway and business world of to- 
day. for he retired from active railway 
work very nearly 25 years ago; but to 
an older generation it means the passing 
of a singularly winning and lovable per- 
mee ty. 

When 
and later General 
North Eastern Railway 
years, succeeding in 


he retired he had been Solicitor 
Manager of the old 
for a full thirty 
each position his close 
personal friend Sir George Gibb. Though 
a lawyer by training, it was the personal 
associations and _ responsibilities of his 
work to which, as General Manager, he 
gave his heart. Heruled the railway dur- 
ing a troubled period both before and after 
the first world war. He had many diffi- 
cult negotiations with the staff of the rail- 


way, and with their leaders; and the nego- 
tiations were not always successful. That 
was inevitable: yet it is safe to say that 
no manager was ever regarded with such 
affection and such trust as the North 
Eastern men felt for “ A.K.B..° and the 
friendship which he cherished for many 
of their leaders, and they for him, lasted 


for all their lives. 

Those who worked with him and under 
him will always remember him with 
pecial vividness and warmth—the slight 
form, the impetuous step, the fine aquiline 
features, the eye that shone so often with 
wit. but often too with fire: for of all his 
characteristics that is perhaps remembered 
with the most intimate affection—the sud- 
den flame followed as quickly by the most 
candid and disarming of reconciliations. 
It is given to very few to leave behind so 
sweet and human a_ memory. 

L. WEDGWooD 


es- 


L.M.S.R. Plans for 1946 


L.M.S.R. plans for 1946 are all directed 
towards returning to normal, although with 
the limited means at the company’s -dis- 





posal this will take some time. Plans for 
future trains and equipment are being 
worked out on the drawing board, but 


the main effort is to produce as much well- 
tried equipment as possible, which will go 
some way towards restoring peacetime ser- 
vices. The success of the company’s 
efforts will depend largely on the supplies 
of labour and material available. 

A total of 135 engines is to be built. 
Of these 106 are for mixed traffic. The 
programme also includes five 4-6-2 express 
locomotives of the most powerful class. 


The only new types are ten 2-6-0 freight 
engines, and ten 2-6-2 passenger tank 
engines. Ten of the “ Royal Scot” loco- 
motives and ten other express passenger 


engines are to be rebuilt and fitted with an 
improved type of boiler. 

All new and converted engines will be 
fitted with — self-cleaning smokeboxes. 
rocking grates and self-emptying ashpans 

three features which save labour and re- 
duce the time taken in preparing engines 
for the track. 

ROLLING STOCK AND WORKS 

New third class passenger carriages to 
be built tofal 716; they will provide 
38,000 seats. The provision of these new 
coaches is in line with the company’s 
short-term policy of adhering to the im- 
mediate pre-war design, so that clean and 
comfortable seats can oe provided at once. 
Already 240 new carriages have gone into 
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service since VE-Day, and at present they 
are coming off the production lines at the 
rate of eight a week. The coaches will be 
placed in service where the need is greatest. 
An order for 7,106 new goods vehicles, 
includes 2,000 16-ton steel mineral wagons, 
and 2,500 13-ton goods wagons. Five 
hundred new road-rail containers will also 
built. 

It is expected that during 
miles of line will be renewed, and 60 
miles of points and crossings. Sixty miles 
will be re-railed and 100 miles equipped 
with new sleepers. 


1946, 450 


To give a brighter appearance, it is 
hoped to repaint a number of stations; 
this is in addition to the regular pro- 


gramme. which provides for thorough re- 
pair and painting. The reconstruction 
of the roofs of Manchester (Exchange), 
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Liverpool (Exchange), Derby, Leicester 
and Nottingham Stations, damaged in the 
blitz, will, it is hoped, be put in hand 
Over 200 acres of blackout still remaining 
will all be cleared during 1946. 


STEAMERS 
One Heysham-Belfast steamer, 
sent refitting, will be 
this year 


at pre- 
back in service early 
Of 11 Clyde steamers which 
have been on active service, three— 
Caledonia, Jupiter, and The Duchess of 
Fife, are being refitted and will shortly be 
available for service; six others are waiting 
for refitting and two are still on Goverp- 
ment service. Plans are being made to 
replace the seven L.M.S.R. ships lost 
during the war. A new vessel for the 
L.M.S.R. Stranraer-Larne service is al- 
ready under construction. 


British Electric Traction Co. Ltd. 


Directors’ 


cir- 
the 


statement has been 
shareholders of 


HE following 
culated to 
BEt.¢ 
The British Electric Traction Co. Ltd. 
is financially interested in, and manages, 
the largest group of road passenger trans- 
port undertakings in Great Britain, and 
the board considers it desirable publicly to 


announce its views on the threatened 
nationalisation of the industry. 

Under the Road Traffic Act, 1930, 
machinery was established for the regula- 


tion of road passenger transport in_ the 


interests of the travelling public and of 
the employees. At public hearings, fully 
reported in the press, it is the ‘duty of 


lraffic Commissioners impartially to 
consider evidence for and against appiica- 
tions for permission to operate services of 
public service vehicles. Services, vehicles, 
drivers and conductors are all subject to 
licence. Timetables must be approved. 
All fares have to be submitted to the Com- 


missioners, whose duty it is to see that 
they are not unreasonable. Hours of 
work of employees are regulated and 
reasonable wage standards have to be 
observed. 

The main-line railway companies are 
interested financially in most of the large 
bus companies, and standing joint com- 


mittees, representing rail and road, h:ve 
introduced a very considerable amount of 
co-ordination between the two forms of 
transport. Over a long period, municipal 
and company road passenger iransport 
undertakings working in harmony have 
entered into many valuable schemes of co- 


ordination with the approval of the Com- 
missioners. 
Co-ordination problems arise, in the 


main, not from diverse ownership, but 
from the conflicting interests of different 
sections of the population. Difficulties of 
ownership can be, and are, overconie by 
joint working arrangements, but operating 
problems resulting from the differing in- 
terests of the community would be no whit 
less under any form of unified ownership. 

During the war, in which the comrany 
and municipal undertakings worked with 
outstanding efficiency in spite of innumer- 
able difficulties, some of the peacetime 
benefits to the public had to be suspended, 
but no one is more anxious to reinstate 
and extend them than is the indusiry it- 
self, and this is actively in hand. 

Since all matters affecting the safety, 
convenience, comfort and pecuniary in- 
terest of both passengers and employees 
are already under Government control, 


views on nationalisation 


what is to be gained by placing the ;oxd 


under 


passenger transport industry any 
scheme of nationalisation or  quasi- 
nationalisation? As Mr. Herbert 


the Lord President of the Coun- 
publicly stated on January 10, last, 
... it is up to the nationalisers to prove 
their case that there would be public ad- 
vantage by nationalisation.” Up to the 
present, the Government has made no 
attempt to prove the case in relation to 
road passenger transport. The 
of the British Electric Traction Co. Ltd. 
are convinced that there is no case for, 
and that nothing but harm would be done 
by, the nationalisation or quasi-nationailisa- 
tion of the industry. 

The main-line railway companies, which 
are equal partners with the British Elec- 
tric Traction Co. Ltd. in most of the road 
passenger transport undertakings in_ the 
Group, are in agreement with the views 
expressed in this statement. 


Morrison. 
cil, 


directors 


Southern Railway Poster 


FIRSTAID REPAIRS 





to this STATION are temporary 
There are over 800 S.R. 
Stations, and 16° of them 
need repair 


This station will be taken in 
hand in order of priority 
® based on its traffic 


We hope you will understand 


SOUTHERN RAILWAY 


Getting into its stride << 


Sm tne ame cionf@ is sedi 


The Southern Railway explains why 
passengers may still suffer. discomfort 
at stations 
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Precision Machine Tools 


A film entitled “Precision Machine 
Tools * has been produced by A. A. Jones 
& Shipman Limited, of East Park Road, 
Leicester, to show the manufacturing 
methods by which the company achieves’ 
the high standard of accuracy of its pro- 
ducts. The film emphasises the thorough 
theoretical and practical training given to 
the company’s employees, and the func- 
tions of the well-equipped control section 
which applies special tests of finish and 
conformity to tolerances throughout the 
process of manufacture. One sequence 
shows the accuracy of a gearwheel being 
checked by projecting an image of the 
teeth enlarged 50 times, and comparing it 
with a template on a similar scale. 

[The manufacture of various parts for 
large machine tools is shown in detail. 
including the production of a_ patented 
type of valve block for hydraulic control. 
The production of engineers’ small tools 
and drills is also shown. No less im- 
portant than the contribution to accuracy 
of the technical methods adopted by the 
firm is the standard of craftsmanship of 
the employees, many of whom have served 
long periods with the company. The film 
concludes with shots of a presentation to a 
new member of the “ Twenty-five Club.” 
composed of employees who have been 
with the firm for 25 years or more, and 
now comprising some 50 members. 

Che film is available to other firms and 
technical institutions at home and abroad. 
and has been produced in the 16-mm. and 
33-mm. sizes. At present the running com- 
mentary is in English, but it will be trans- 
lated into foreign languages so that the 
film may be shown all over the world. 


L.! 





1.S.R. Clyde Shipping in 
Wartime 


At the outbreak of war in September, 
1939, there“were 21 vessels, including the 
motor vessels Ashton, Leven, Wee Cum- 
brae and Arran Mail, used on the L.M.S.R. 
Clyde Coast services and several of them 
used in the early days of September, 1939. 
conveying children under the Glasgow and 
district evacuation scheme to various coast 
towns. 

Within two months of war being de- 
clared, the Admiralty took over nine 
paddle steamers and fitted them as mine- 
Sweepers; also three motor vessels for the 
conveyance of Service personnel to and 
from the ships in the anchorage. Three of 
the company’s turbine steamers and a 
motor vessel were working to the require- 
ments of the Sea Transport Officer. 
Gourock. This left the company with only 
five steamers to maintain the Clyde Coast 
sailings. Only essential services were main- 
tained. The shortage of labour, the man- 
ning and coaling of steamers, presented 
difficulties which pre-war were non- 
existent, and occasionally after air raids 
the sailings were suspended for a few 
hours while the channel was mineswept, 
but despite all the war-time problems 
Which arose, the services were maintained 
With very little interruption. During the 
years 1939 to 1944 inclusive, over 17 
million pasengers were conveyed by the 
L.M.S.R, Clyde steamers. ; 

Gourock became of national importance 
almost overnight on the outbreak of war 
and was regarded by the authorities as a 
vital link in the Battle of the Atlantic. 
The pier became the centre of large-scale 
embarkation and disembarkation move- 
ments. Greenock Princes Pier also became 
a hive of industry in naval and military 
affairs. Calls at the pier by the ordinary 
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passenger steamers ceased in 1940. Dur- 
ing the period of the war in Europe, 5,477 
special trains were run to and from 
Gourock and 4,308 to and from Greenock 
Princes Pier with troops and stores. 

The entry of the United States into the 
war greatly increased the movement of 
troops and equipment through the Clyde 
Ports and famous vessels such as_ the 
Queen Mary and Queen Elizabeth were 
frequent visitors to the Tail of the Bank. 
L.M.S.R. steamers were engaged in the 
work of ferrying men and material be- 
tween the liners and Gourock or Princes 
Pier. 

In 1940, as a result of enemy air attack, 
the Ministry of War Transport decided to 
use ports on the West Coast of Scotland 
for unloading deep-sea cargoes and to 
speed up the turn-round of ocean going 
vessels. Bowling, Fairlie, and Greenock 
were among the ports selected. A _ fleet 
of vessels was assembled, 16 of them under 
L.M.S.R. management, to convey the 
dockers and other personnel to and from 
vessels which crowded the anchorages be- 
tween Gourock Pier and the Dumbarton- 


shire and Argyllshire coasts. Nearly 
300,000 tons cargo were unloaded and 


brought ashore in lighters and shallow draft 
vessels at these three ports, where facili- 
ties were available for the traffic to be 
loaded into railway or other vehicles. 


Notes and News 


Colonial Government Appointments.— 
A number of vacancies exist on the 
Colonial Government railways, mainly in 
East and West Africa. For full particu- 
lars see Official Notices on page 183. 


Railway Scenes in South Africa.—In the 
illustration on p. 150 of our last week’s 
issue of the Braamfontein-Johannesburg 
locomotive depot the locomotives shown 
were Beyer-Garratt “GM” class locomo- 
tives and not “15F™ class locomotives. 


Dundalk, Newry & Greenore Railway 
Company.—The next ordinary general 
meeting of the Dundalk, Newry & 
Greenore Railway Company will be held 
at Euston Station, London, N.W.1, on 
February 21 at 12.30 p.m., for the trans- 
action of the general business of the com- 
pany. 


Queensland Railways Seek Tenders for 
Locomotives.—The Queensland Railways 
are calling for tenders for the manufac- 
ture. supply and delivery of 20 class 
“C17” locomotives, in accordance with 
specifications to be obtained at the office 


of the Agent-General for Queensland, 
409-410. Strand, London, W.C.2. For 
further details see Official Notices page 


183 


Grand Union Canal Company.—A final 
dividend of 3 per cent. on the 6 per cent. 
non-cumulative preference stock is an- 
nounced by the Grand Union Canal Com- 
pany, making 6 per cent. for 1945. The 
date of payment will be decided at a 
board meeting to be held after the com- 
pany’s annual general meeting to be held 
on March 27. The dividend is the same as 
was paid in 1944, 


Railway Reconstruction in Italy.—The 
personal experiences of a railway engineer 
during the work of reconstructing the rail- 
ways of Italy in the wake of the victorious 
Allied armies were graphically described, 
by Mr. A. H. Cantrell, A.M.I.C.E., Assis- 
tant Divisional Engineer, London East 
Division, Southern Railway, at the meeting 
of the Croydon Section of the Permanent 
Way Institution, held on January 23. The 
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magnitude and exceptional difficulties of 
the task, and the novel methods adopted to 
restore the vital railway services in the 
shortest possible time, were clearly illus- 
trated by an excellent series cf lantern 
slides. It is to the credit of all concerned 
that in nearly every case the work was 
completed within the time estimated by the 
engineers. 


Vacancies in South America.—A British 
railway company operating in South 


America has vacancies in Bolivia for a 
works manager and a junior engineer for 
permanent way department, and in Chile 
for a sectional engineer, and a draughts- 
man with experience of design of all 
branches of railway construction, includ- 
ing reinforced concre‘e. For full particu- 
lars see Official Notices on page 183. 

Altered G.W.R. Train Service.—The fol- 
lowing alterations to the G.W.R. weekday 
train services took effect on February 11: 
The 8.45 p.m. Reading to Hungerford is 
extended to Savernake, arriving 10.6 p.m. 
and calling additionally at Bedwyn at 
9.58 p.m. A new train leaves Savernake 
at 10.20 p.m. calling at Bedwyn at 10.28 
p.m. and at Hungerford at 10.36 p.m., 
arriving Newbury at 10.51 p.m. The 10.15 
p.m. Hungerford to Newbury is can- 
celled. 

Aluminium Exhibition at Manchester.— 
The Aluminium Exhibition was opened to 
the public in Manchester on January 31 at 
Lewis’s Limited, Market Street. It will 
remain open until February 23. The Ex- 
hibition will be installed at Fenwick’s, 
Newcastle, from April 3 to 20. Half-a- 
million persons are reported so far to have 
seen the Exhibition. Manufacturers who 
are contemplating using light alloys are 
invited to communicate with the Alu- 
minium Development Association, at 67, 
Brook Street, London, W.1. 


Luncheon for M.E.F. and C.M.F. Rail- 
way Unit Officers—We are informed by 
Isteg Steel Products Limited that a 
luncheon is held at 12.30 p.m. on the first 
Wednesday of every month at the Charing 
Cross Hotel, London, attended by some 
ex-officers, now working in London, who 
served with railway construction, operat- 
ing, and other companies in North Africa, 
M.E.F. and C.M.F. Other officers from 
such units, on leave or released, who may 
be in London, would be cordially wel- 
comed. There is no charge other than the 
cost of the meal. 

Station Announcing Systems. — The 
acoustical properties of an announcing 
system for a railway station are particu- 
larly important in view of the necessity for 
obtaining the maximum intelligibility in a 
reverberant location. Ordinary good 
quality amplification is not satisfactory. 
For this reason, the systems made by the 
Ardente Acoustic Laboratories Limited, 
Guildford, Surrey, incorporate a special 
correction device, with the result that echo 
and boomy speech are eliminated. All 
equipment is specially constructed, more- 
over, to withstand the rigorous weather 
and sulphuric fumes prevalent under such 
conditions. 


L.N.E.R. Potters Bar Accident.—A col- 


lision occurred at Potters Bar, L.N.E.R., 
on February 10, between an up sub- 
urban train which had become de- 
railed and the 9.45 p.m. express from 
Kings Cross to Newcastle. The L.N.E.R. 
issued the following statement after 
the accident: “The 9.32 suburban 
train from Hatfield to Kings Cross 
became derailed at Potters Bar to- 


night, blocking both up and down main 
lines, with the result that the 9.45 p.m. 
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express from Kings Cross to Newcastle 
ran into it. The L.N.E.R. regret to state 
that two persons were killed and some 
injured.” Later it was announced that the 
5 p.m. express from Bradford to Kings 
Cross, which had been checked by signals, 
could not be pulled up completely before 
running into the wreckage, the locomotive 
being overturned. 


Permanent Way Institution.—The Per- 
manent Way [Institution will hold a meet- 
ing on February 23 at 2.30 p.m. in the 
L.M.S.R. District Engineer’s Office, 20 
Mount Street, Manchester. Mr. W. C. 
Thompson, of Derby, will give a lantern 
lecture on “The use and application of 
two-level chairs to switches and crossings.” 


The Institution of Mechanical Engineers. 
—A series of lectures will be held at the 
Institution of Mechanical Engineers, 
Storey’s Gate, St. James’s Park, London, 
S.W.1, on “The Development of the In- 
ternal Combustion Turbine,” by Mr. H. 
Constant and associated authors at Power 
Jets, and the Royal Aircraft Establish- 
ment, Farnborough, on February 20, 21 
and 22. 


Pedestrians’ Association Fighting Fund. 
—An appeal for a £5,000 fighting fund to 
promote its post-war work has_ been 
launched by the Pedestrians’ Association, 
of 180, Fleet Street, London, E.C.4. The 
primary purpose of the fund is to finance 
a drive for increased membership. 
Among the purposes to which the associa- 
tion’s increased income will be applied are 
the formation of a Road Safety Group 
in the House of Commons, and the legal 
representation of relatives of road acci- 
dent victims at inquests. 


Oldham, Ashton-under-Lyne & Guide 
Bridge Junction Railway.—The financial 
accounts for the year ended December 31, 
1945, of the Oldham, Ashton-under-Lyne 
& Guide Bridge Junction Railway, which 
are again prepared in accordance with the 
instructions of the Minister of War Trans- 
port, show that there is a net revenue 
deficit of £4,772, the same as for 1944. 
The amount receivable under the leases 
from the L.N.E.R. and the L.M.S.R. are 
unchanged at £3,336 each, and the balance 
available for dividend is again £1,900, 
which permits of a dividend of 4} per 
cent. per annum on the £40,000 share 
capital held by the public. 


Electrical Engineering in Wartime. 

The English Electric Co. Ltd. is holding 
an exhibition in Prosser’s Showrooms, 
Bothwell Street, Glasgow, C.2, to demon- 
strate how the company’s work in war- 
time has enhanced its readiness to meet the 
peacetime needs of industry. Examples of 
English Electric a.c. arc-welding and stud- 
welding equipment, which played a big 
part in the work of the Scottish shipyards. 
are being shown. Exhibits of topical 
interest are models and photographs of the 


Galloway and other Scottish hydro- 
electric schemes, for which the company 
has manufactured both water turbine 


plant and electrical equipment. The 
exhibition will be open to the public from 
February 18 to 23. 


L.P.T.B. Extension of Time Applica- 
tion.—The London Passenger Transport 
Board is applying to the Minister of War 
Transport for an Order under the Special 
Enactments (Extension of Time) Act, 
1940, in connection with section 35 of the 
London Passenger Transport Act, 1939, 
the London Passenger Transport Board 
(Extension of Time) Order, 1943 (S.R. & 
O., 1943, No. 1354), and the London Pas- 
senger Transport Board (Extension of 
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Time) Order, 1944 (S.R. & O., 1944, No. 
1058). A copy of the draft application 
may be inspected at the office of the 
Solicitor of the Board at room 704, 55, 
Broadway, Westminster, S.W.1, from 
whom ,copies may be obtained at the 
price of 6d. for each copy (post free 84d.) 
and to whom any representations against 
the application must be submitted not 
later than February 18. 


Waste Paper Recovery.—The Waste 
Paper Recovery Association Limited, with 
Mr. Sidney T. Garland as General 
Manager, is to carry on with its campaign 
to stimulate the recovery of waste paper. 
The association has been invited by the 
Board of Trade to continue to assist in 
improving the recovery position of this 
valuable commodity, now an essential raw 
material .or peacetime industry. The fibre 
from waste paper plays an important part 
in the manufacture of many grades of 
cardboard, wrapping paper, and other 
packaging materials, all required in in- 
creasing quantities in the current drive to 
revive and expand the home and export 
trades. The Waste Paper Recovery Asso- 
ciation will operate from its new offices at 
52, Mount Street, London, W.1. (Tele- 
phone: Grosvenor 3233.) 

British European Airways Services.— 
Since February 4 the air services between 


London, Paris, Brussels, and Amsterdam, 
hitherto worked by R.A.F. Transport 
Command, have been taken over by 


British European Airways. This concern 
is a branch of the British Overseas Air- 
ways Corporation formed to work routes 
between Great Britain and the Continent 
until the formation of the European Cor- 
poration in accordance with the Govern- 
ment’s civil aviation policy (see our Janu- 
ary 4 issue, p. 3). There are three services 
daily to and from Paris, and two daily to 
and from Brussels and Amsterdam. 
Dakota 15-seat aircraft are being used, 
with seven seats available for private pas- 
sengers and eight reserved for Govern- 
ment priority traffic. The English ter- 
minal of the three routes is Northolt air- 
port, near Harrow. 


London Midland & Scottish Railway 
Company.—The net revenue of the Lon- 
don Midland & Scottish Railway Com- 
pany for the year 1945, including £519,000 
arising from earlier years’ accounts and 
now set free, is £16,219,000. To this has 
been added £500,000 transferred from the 
contingency fund, for the reasons! ex- 
plained to the proprietors when the re- 
port for the year 1943 was adopted, with 
£72,000 brought forward from 1944, mak- 
ing a total of £16,791,000 available for 
interest on debenture stocks and dividends 
on other stocks. The board has decided to 
recommend the following dividends to be 
paid on March 13, and to carry forwaid 
£69,000 to 1946; 4 per cent. guaranteed 
stock, 4 per cent. preference stock, and 
4 per cent. preference stock (1923), at £2 
per cent. actual, less tax at 10s. in the £, 
making with the interim payment £4 for 
the year 1945; ordinary stock, at £4 per 
cent. actual, less tax 10s. in the £, for 
the year 1945, 


Civil Engineering on the S.R.—Mr. 
V. A. M. Robertson, C.B.E., M.C. (Chief 
Civil Engineer, Southern Railway), the 
President of the Permanent Way Institu- 
tion, has arranged to address the mem- 
bers of the London Section at their next 
meeting, which will be held in the Ball- 
room of the Charing Cross Hotel, Strand, 
on Wednesday, February 20, commencing 
at 7 p.m. He has taken for his subject 
“ Civil Engineering on the Southern Rail- 
way,” illustrated by lantern _ slides. 
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Although provincial sectional meetings 
have been addressed by the President op 
numerous occasions, no record can he 
traced of any of the Presidents giving ap 
address at a London Section Meeting 
during the last 16 years at least. 


Road Accidents in December, 1945,— 
The return issued by the Ministry of War 
Transport of the number of persons re. 
ported to have died, or to have been 
injured, as a result of road accidents jp 
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Crown Agents for the Colonies 


COLONIAL GOVERNMENT APPOINTMENTS 


APPLICATIONS from qualified candidates are 
invited for the following posts: 

COLONIAL GOVERNMENT RAILWAYS.— 
Vacancies exist on the Colonial Government Rail- 
ways, mainly in East and West Africa, for Traffic 
Inspectors, Station Masters, Storekeepers, Draughts- 
men, Foremen of Works, Permanent Way Inspec- 
tors, Locomotive Inspectors, and Drivers and 
Mechanical Foremen (Boilermakers, Fitters, etc.). 

For particulars write stating post applied for, age 
and full particulars of qualifications and experience 
to the Crown Agents for the Colonies, 4, Millbank 
London, S.W.1, quoting reference M/S.A.1154e/27 


BRITISH Railway Company operating in South 

America has following vacancies:— 

In Bolivia:—Works manager, salary £700/£750 per 
annum; Junior Engineer for Permanent Way Depart- 
ment, salary £500/£550 per annum. 

In Chile:—-Sectional Engineer, salary £700/£750 per 
annum; Draughtsman with experience design all 
branches of railway construction including reinforced 
concrete, salary £600/£650 per annum. 

Passages paid and free quarters provided. Know- 
ledge of Spanish an advantage. Write only, giving 

e and full details of qualifications and experience, 

“E.N.,”’ c/o Charles Barker & Sons Ltd., 31, 


Budge Row, London, E.C.4. 
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OFFICIAL NOTICES 


Queensland Railways 


'T ENDERS, closing with the Secretary to the Com- 

missioner, Queensland Railways, Adelaide Street, 
Brisbane, Australia, at 2.30 p.m. on Thursday, April 
18, 1946, are hereby invited for the manufacture, 
suppiy and delivery in running order on a siding of 
the Queensland Railways of twenty (20) Locomotives 
(Class C.17) in accordance with drawings, specifica- 
tions, general conditions of contract and conditions 
of tendering, copies of which may be purchase® at 
£5 Ss. Od. per set, or viewed, upon application at 
the Office of the Agent-General for Queensland, 
409-410, Strand, London, W.C.2. A preliminary 
deposit of £100 must accompany the tender. The 
siding on which delivery will be made and the 
time ‘and rate of delivery must be stated in the 
tender. The time in which tenderers undertake to 
complete and deliver these locomotives may influ- 
ence the letting of the contract. Tenders will be 
considered for a lesses numer than twenty locomo- 
tives but in no case less than five. Tenderers in 
Great Britain, who are unable to comply with any 
of the conditions of tendering or terms of or condi- 
tions of contract may nevertheless submit a tender, 
whict will be considered provided that any pro- 
posed variations in the conditions of tendering or 
terms of or conditions of contract are expressly 
specified in the tender. Tenders must be enclosed in 
a sealed envelope endorsed ** Tender for Locomo- 
tives.” The lowest or any tender will not neces- 
sarily be accepted—J. L. E. Lingard, Secretary to 
the Commissioner for Railways, Queensland. 


OFFICIAL ADVERTISEMENTS 


OFFICIAL ADVERTISEMENTS intended for 

insertion on this page should be sent in as 
early in the week as possible. The latest time for 
receiving official advertisements for this page for the 
current week’s issue is 9.30 a.m. on the preceding 
Monday. All advertisements should be addressed 
to:—The Railway Gazette, 33, Tothill Street, West- 
minster, London, S.W.1. 


Universal Directory of Railway Officials 
and Railway Year Book 
5ist Annual Edition, 1945-46 
Price 20/- net. 


Now out of print 
THE DIRECTORY PUBLISHING CO., LTD., 
33, Tothill Street, London, S.W.1. 








Great Britain during the month of 
December last shows 533 deaths (com- 
pared with 609 in December, 1944), 3,226 
seriously injured (compared with 2,878 in 
December, 1944), and 10,294 slightly in- 
jured (compared with 8,747 in December, 
1944), 


Width of Public Passenger Vehicles.— 
The Minister of War Transport has de- 
cided to allow public passenger vehicles 
up to a width of 8 ft. to operate on roads 
approved for the purpose. On roads not 
approved for this purpose the present 
maximum width of 7 ft. 6 in. will con- 
tinue to apply. Draft regulations giving 
effect to this decision will be circulated. 


B.0.A.C. World Air Routes.—A state- 
ment by Lord Knollys, Chairman of the 
British Overseas Airways Corporation, has 
outlined the corporation’s plans for ser- 
vices from the United Kingdom to over- 
seas countries, extending and increasing 
the frequency of existing routes. The six 
main routes will be as follow: — 

To Australia and New Zealand, via Rome, Cairo 
Bahrein or Basra, Karachi, Calcutta, Rangoon, Singapore, 
Sourabaya, Cloncurry (Queensland), and Sydney (four 
times weekly), proceeding to Auckland once weekly. 

To Calcutta, by the same route as above, but calling 
additionally at Baghdad (daily). 

To Johannesburg, via Malta, Cairo, Khartoum, and 
Nairobi, calling also in Rhodesia when a suitable airport 
is available (six times weekly). 

To New York (daily) and Canada (daily). 

To Accra, via Algiers, the Sahara, Kano, and Lagos 
(three times weekly). 

To Tokyo, via Vienna, Lydda (Palestine), Basra or 
Bahrein, Karachi, Calcutta, Hanoi, Hong Kong, and 
Shanghai (twice weekly). 

The frequencies of service shown in 
brackets are those which will be intro- 
duced at first, and increases are proposed 
later. 


New Canteen at Deansgate, Manchester, 
L.N.E.R.—The 73rd L.N.E.R. contractor- 
Operated canteen was opened on Janu- 
ary 24 by the Lord Mayor and Lady 
Mayoress of Manchester (Councillor and 
Mrs. Hugh Lee) at Deansgate Goods 
Depot, Manchester. In addition to the 
foregoing, there are on the L.N.E.R. 38 
canteens and snack bars run by com- 
mittees, and approximately 24 temporary 
canteens were arranged for offices evacu- 
ated from headquarters during the war. 
he new canteen at Deansgate caters for 
1,200, with a staff of 32 provided by John 
Gardner (London) Limited. It was con- 
structed by the District Engineer, Guide 
Bridge, and contains the most modern 
equipment obtainable. It is built on the 


second and third floors of railway-owned 
premises, and a lift and two fire escapes 
(which also serve as entrances from the 
goods yard) have been constructed speci- 
ally. On the day of the opening 80 staff 
representatives were chosen by ballot to 
join the other 30 guests invited to lunch 
with the Lord Mayor. Six typists from the 
Deansgate depot acted as waitresses for 
the day, and the Lady Mayoress was pre- 
sented with a bouquet. Amongst the 
guests were:— 

L.N.E.R.: Miss C. J. Thallon, 
Supervisor; Messrs. W. Walden, Goods 
Agent, Deansgate: H. S. Owen, District 
Goods Manager, Manchester; F. W. Whed- 
don, District Passenger Manager, Manchester, 
and his Assistant, A. S. Mead; A. M. Strouts 
(representing District Superintendent Godley) ; 
H. J. Price (representing Mr. George Dow, 
Press Relations Officer); J. Hodgson, District 
Estate Agent, Manchester; E. R. Collier, 
District Electrical Engineer, Guide Bridge; 
W. Macdonald, Goods Agent, Ducie Street; 
H. Kinsey, Goods Agent, Ardwick; H. Wid- 
dowson, Stationmaster, Manchester (Central) ; 
J. North, Hotels District Manager; A. H. 
Marshall (representing District 
Guide Bridge; Messrs. C. Mapp, Branch 
Secretary. R.C.A. ; A A Henshaw = and 
J. Railton (Branch Secretaries), N.U.R.; 
Messrs. H. /, Mitton, G. S._ Linaker, 
W. H. Pearson, and Mrs. N. Mather, Can- 
teen Committee; Councillor, A. T. Barratt. 


G.W.R. Fast Freight Trains.—The 
G.W.R. is steadily increasing the number 
of fast freight trains between important 
places on its system, and 57 are now run 
each weekday carrying varieties of urgent 
traffic between the following points: Lon- 
don, Gloucester, South and West Wales; 
London, Bristol and West of England; 
London, Birmingham, Shrewsbury and 
the North; London, Oxford and Worcester; 
Birmingham, Bristol and West of England. 
It is the company’s practice to augment 
services of this kind to meet the various 
flows of traffic, and this will be intensified 
as rolling stock, motive and man power 
become available. 

Flooded Railway Lines.—Widespread 
floods in the Midlands and Southern 
England on February 9 affected railway 
services at many points. Stafford station, 
on the L.M.S.R. main line from Euston to 
Crewe, was flooded to a depth of 3 ft., 
all traffic through the station being 
stopped. Altogether about 50 places on 
the L.M.S.R. in Staffordshire, Lancashire, 
Cheshire, and North Wales were affected. 


Welfare 


Engineer). 


On the Southern Railway line from Wok- 
ing to Portsmouth, an earth slip between 
Witley and Haslemere blocked the down 
line. Single-line working was instituted 
on the up line and a _ shuttle service 
operated between Woking and _ Ports- 
mouth, fast trains to London being di- 
verted via Horsham. More normal ser- 
vices were in operation in all areas bv 
February 11, but trains were still liable 
to delay through diversions. The floods 
were preceded by heavy gales all over the 
country. On February 7 all the windows 
on one side of a newspaper train from 
Marylebone were blown in, and a tree 
temporarily blocked the L.N.E.R. line near 
Chorleywood. 


Contracts and Tenders 


Below is a list of orders placed recently 
by the Egyptian State Railways :— 

_ & Hickman Limited: Tool and die 
steel. 

George Salter & Co. Ltd.: Tubes, joints and 
springs. 

Westinghouse Brake & Signal Co. Ltd.: 
Rectifier elements. 

Marconi’s Wireless & Telegraph Co. Ltd.: 
Telegraph and telephone material. 

La Carbone Limited: Chemicals. 

J. Stone & Co. Ltd.: Screws, rivets, etc. 

Guest Keen & Nettlefolds Limited: Bolts 

and nuts. 

Steel Peech & Tozer Branch of the United 
Steel Co. Ltd.: Springs. 


Wigglesworth 


Slide 


Paints. 
Frank 
} Callender’s Cables 
Limited: Sleeve lead. 
West Bromwich Spring Co. 
Bronze 
bars. 


Vulcan Foundry Limited: Brackets. 
Imperial Chemical Industries Limited: 
Thomas: Bolton & Sons Ltd.: Non-ferrous 

metals. 

& Co. Ltd.: Tex 
ropes. 
British Insulated 
North British Locomotive Co. Ltd.: Axles, 
wheels. 
Ltd.: 

bars and volute springs. 

Power Flexible Tubing Co. Ltd.: 
Stewarts and Lloyds Limited: Tubes and 
Instruments. 





Meeting 


F orthcoming 


February 20 (Wed.).—The Permanent Way 
Institution, 39, Victoria Street, West- 


minster, S.W.1. 7 p.m. Presidential 
Address, “Civil Engineering on the 
Southern Railway,” illustrated by 
lantern slides. 








Home political developments, the food 
and coal news, and allied factors com- 
bined to make for a cautious tendency in 
stock markets. There was an irregular 
trend in British Funds but further gains 
were shown on balance although best 
prices have not been held. Brewery shares 
have been depressed, and tobacco and 
cinema shares lost ground on talk of a 
possible reduction of imports from the 
U.S.A 

Home rails were the brightest market 
feature under the influence of the un- 
expected increase in the L.M.S.R. divi- 
dend to 4 per cent. for 1945. This com- 
pared with 25 per cent. for the previous 
year, and ts in fact the best payment since 
4$ per cent. for 1929. The most opti- 
mistic market hopes were for 3 per cent. 
on the assumption that there would be 
no allocation to contingencies fund. Not 
only is no addition to the latter necessary. 
bui £500,000 is now written back trom 
this fund and £519,000 arising from earliet 
years’ accounts is also added to the distri- 
butable balance, permitting the I} per 
cent. dividend increase. Although the 
position in regard to war damage has not 
yet been announced, and the basis of the 
allowance in respect of abnormal wartime 
wear and tear is not generally known, 
there can be no doubt that the withdrawal 
from contingencies fund (which will still 
exceed £2,000,000) is fully justified in the 
case of the L.M.S.R. which during the wat 
period gave particular attention to the 
building up of this fund. 

Monday saw a continuance of the up- 
ward trend in home railway junior stocks 
which followed the L.M.S.R. announce- 
ment, but profit-taking quickly developed, 
and the tendency became _ irregular 
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— | Dorada ose ase ov 70 | Dec., 1945 
@ | Entre Rios... — oe 808 2.2.46 
¢ | G.W. of Brazil oak eso} 1,030 2.2.46 
© | Inter, Cri. Amer. eos én 794 Dec., 1945 
OT LeGuslra ... ss ons], 228 | Jan, 1986 
% } Leopoldina ... awe eos! 1,998 2.2.46 
& | Mexican ons one 483 31.1.46 
3 | Midland Uruguay es .. 319 | Dec., 1945 
“ | Nitrate one on 382 31.1.46 
N.W, of Uruguay a boa 113 | Nov,, 1945 
Paraguay Cent, Ses see 274 1.2.46 
Peru Corp, ... sak ...| 1059 Jan ., 1946 
Salvador as oe en 100 Nov,, 1945 
San Paulo ses _ — 1534 -- 
Taltal ... . roa raat 156 Jan., 1946 
United of Havana nat eee} 1,901 2.2.46 
Uruguay Northern ... am 73 Dec., 1945 
a 
¥ f Canadian National ... ...| 23,569 | Nov., 1945 
5 \ Canadian Pacific = onl AU OT 7.2.46 
UO 








Barsi Lightt ... sue “is 202. = Dec., 1945 
Beira ... _ wi 204 = Nov., 1945 
Egyptian Delta ons an 607 10.12.45 
S | Manila ‘ ese — - 
2 Mid, of W. Australia. vast See Ons 5PS 
« | Nigeria ete " -.. 1,900 24.11.45 
> |Rhodesia ...  ... ss) (2445 Nov, 1945 
South African a ... 13,301 5.1 
Victoria <n ane eo-| 4,774 | Oct., 1948 
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